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Portable Tire-Drilling Machine. 


We copy from Engineering the following description of the 
machine illustrated on this page: 


We annex an illustration of a neat portable machine for 
drilling holes from the inside of tires, exhibited at Vienna by 
the Chemnitzer Werkzeugmaschinen Fabrik (formerly J. Zim- 
mermann), of Chemnitz. The construction of this little ap- 
paratus is so simple that but a brief description will be re- 
quired. As will be seen, it consists of a light wrought-iron 
frame fixed between a pair of spokes of the wheel of which 
the tire is to be drilled. At its outer end the frame abuts 
against the tire, while at its inner end it is provided with a 
pair of set-screws, which are tightened up — a a 

iece, inserted between the spokes as shown. One of the side 
Frames is provided with a boss traversed by a short shaft hav- 
ing a belt pulley at its outer end, while at its inner end this 
shaft is provided with a bevel wheel, which gears into another 
bevel wheel placed, as shown, on the spindle holding the drill, 
this spindle being capable of being fed downwards through it. 
Against the upper end of the drill spindle there bears a cen- 
ter carried by a cross bar, and this bar is connected at its ends 
by a pair of forked links to another crossbar outside the tire, 
this latter crossbar being furnished at its center with a screw 
bearing against the outside of the tire, as shown. By means 
of the screw. the feed of the drill can be given. The machine 
is a handy one, and it would be 
useful in many situations when 
the quantity of work to be done is 
not sufficient to warrant the em- 

loyment of a more expensive 
fixed machine. 


Railroad Manufactures. 


The Mason Machine Works at 
Taunton, Mass., have commenced 
running six hours per day, but 
have made no considerable reduc- 
tion in force. 

The Taunton Locomotive Works 
at Taunton, Mass., are running 
eight hours per day. The works 
now employ about 300 men ; a num- 
ber have been discharged since 
November 1. 

The Taunton Car Company at 
Taunton, Mass,, now employ ab ut 
one-third of the usual force. Wages 
have also been reduced. 

The work at the Jackson & Sharp 
Company’s shops in Wilm ngton, 
Del., is improving a little, one or 
two orders having been received 
Considerable repairing is being 
done. 

The car works at Milton, Pe. 
have been closed and the men ail 
discharged. The shops employed 
some 300 men. 

The Wason Manufacturing Com- 
pany at Springfield, Mass., have 
completed contracts for cars with 
the New Jersey Central and New 
York Central & Hudson River com- 
panies which will keep the shops at 
work for about four months. The 
shops will commence to run full 
time again December 1. 

The Rhode Island Locomotive 
Works at Providence, R. IL, are 
now running on three-quarters 
time. About 700 men are employed. 

The Marietta (O.) Register, of 
November 20, says : ‘‘ The Mariet- 
ta Iron Works, on Wednesday last 
with Col. W. Moore managing, an 
Mr. Thomas E. Lewis in charge of the rolls, turned out 57 tons 
and 1,760 pounds of railroad iron. This was done with six fur- 
naces, aud in six heats. The rails were of the weight of 60 
pounds to the yard, and the total amount was within 8 feet of 
the full capacity of the mill.” s ; 

‘The Union Rolling Mills, of Chicago, have work until Christ- 
mas in iron rails. They have not been working on steel for 
some time. The mill will close from Christmas till February. 

The North Chicago Rolling Mills suspended work entire 
on the 17th. It had been paying its men one-half in cash an 
one-half in scrip payable in six months, and hoped to kee 
through the winter in this way with a small force; but it wi 
now close till Spring; perhaps. It has made no steel rails 
since September. i 

The Joliet Iron and Steel Company is working its full force, 
paying one-half in cash and one-half in its notes at three 
months. The works will probably close for three or four 
weeks after the New Year. 


The English Iron Market. 

Ryland’s Iron Trade Circular of November 15 says : 

‘The iron trade of the country presents every appearance 
of decline. The demand is almost nothing on foreign ac- 
count, and but for the demand for home consumption the iron- 
masters might close their works. Prices are firm, both for 
manufactured and pig iron. Coal is still quoted at the old 
figures, and in almost every district there is a good demand 
upon the colliery proprietors. One large firm told us the other 
day that they could go on until Christmas without further or- 
ders. There are serious thoughts in the minds of a great 
number of ironmasters as to the poy of arranging a 
united action for closing their works. e margin for profit 
is so small that it is thought a stoppage for a time would do 
good. Coal would soon come down in price ; and, as thisis the 
main difficulty, we should then be able to meet the demand for 
iron by a more reasonable price than £14 for bars. One of the 
works in the Staffordshire district has already given notice of 
a stoppage, and should the other ironmasters follow the Amer- 
ican example we should soon witness such a change in our 
trade as would alike benefit both buyer and seller.” 

Rails were then quoted at £12 per ton at Middleborough. 


Refrigerator Oars. 


The Wason Car Company of Springfield, Mass., shipped re- 
cently ten of the Texas & Atlantic line refrigerator cars—the 
first shipment of an order of fifty cars. The ice box in these 
cars is on the top, and is about 15 inches high, 4 feet wide, and 
extends the whole length of the car ; it will hold about a ton of 
ice. Inside the car there are ri for hanging meat and 
shelves for holding small articles. The sides of the car are 
built after the regular refrigerator pattern. 














Gontributions. 





Heating Cars. 
To THE EDITOR OF THE RAILROAD GAZETTE: 

Seeing your article in your paper of October 11, 1878, I beg 
leave to say a few words in addition. It seems to me that you 
do not specify particularly enough what is required in a good 
railroad car-heater. You mention chiefly the deficiencies of 
those now in use, without any suggestion as to the remedy. A 
great deal might be done by the different railroad companies 
giving a little more attention to the “ modus operandi” of 
their brakemen. Any man that has not capacity enough to man- 
age almost any ordinary stove certainly is not fit to be at least 
partly entrusted with the lives of passengers, to say nothing 
about their comtort. As you say, the first thing required in a 
railroad stove is a capacity to heat the cars. This is no diffi- 
cult matter. Then you want a heater that will burn equally 
as well when the car is standing as when it is in motion. Some 
do very well as long as the cars are running, but whenever 
they stop the passengers suffer from cold. The next point to 
be considered is some attempt at least to guard against the 
cars burning up in case of an accident. To do this there are 
several things to be considered. In the first place you must 
have a stove that cannot be broken to pieces, at least by any 
accident that the cars are liable to. This can only be accom- 
plished by making, as you suggest, the stove entirely or on the 
outside of wrought iron sufficient to bear any force that it is 
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PORTABLE TIRE-DRILLING MACHINE, AT VIENNA EXHIBITION. 


likely to be subjected to. But this is not all; to have a red-hot 
stove rolling around among the passengers would be almost as 
bad as the cars being on fire. You want something also to 
put out the fire and cool the stove. Neither will hot-water 
pipes do, as experience has proved that they will sometimes 
blow up, and in case of a car being knocked to pieces the pas- 
sengers would be liable to be scalded by the hot water. Steam 
will not answer, for tHe same reason. Another thing: Hot- 
water and steam heaters are generally so expensive that they 
cannot be used in the mail, express and baggage cars. It 
matters very little what precautions you take to secure the 
passenger cars, if they are liable to be precipitated upon a 
tinder box like a mail car, with nothing in it but any common 
cast-iron stove, that will almost shake to pieces with the or- 
dinary running. To afford perfect protection to a train, all 
the stoves ought to be on the same plan to have equal protec- 
tion toevery car. A post-office agent, an expressman, or a 
baggage-master’s life is as dear, to him, at least, as any pas- 
senger’s, and ought to be equally protected. More than half 
the fires we hear of in wrecked trains start in these cars. 

Now as regards ventilation: This is a matter that has puz- 
zied at least more learned heads than those generally found in 
charge of railroad trains. And then, too, the ventilation of 
cars in motion, and that of cars standing, are two very different 
things. A volume might be written on this subject without 
exhausting it. Do we not therefore sometimes expect too 
much from car-builders and those having them under their 
care? Your suggestion of having a thermometer in each car 
is a matter that I have often thought of, and wondered why it 
was not done. It is almost indispensable for keeping up a 
regular temperature. 

The next most important matter is to keep the air of a car 
in its natural state. That is, the same amount of oxygen and 
moisture. My communication, however, is already too long. I 
shall therefore only mention some few points about this. The air 
to support the combustion in the stove ought to be taken from 
the outside of the cars instead of the inside, asis usually 
done. After the air has been heated by coming in contact 
with the hot stove, it ought to be mixed again with fresh air 
to restore to it the constituents that it has lost and bring it to 








the proper temperature before it is passed into the car. Then 
again there vught to be some way of keeping up the moisture 
witbout making a slop in the cars, so unpleasant to passengers 
and destructive to the cars. These things are not beyond the 
ingenuity of American inventors and car-builders, and we 
will no doubt some day see them all accomplished. 


VIATOR. 








Gheap Transportation. 
To THE Eprror oF THE RAILROAD GAZETTE : 

There are two important questions for bondholders of de- 
faulting roads to inquire : 

ist. How has the money raised been spent; has there been 
any stock raised and paid, or have the roads been built 
entirely on borrowed money? Whether the bondholders have 
furnished money, not only sufficient for constriction and 
equipment, but also for officers’ salaries and interest? Whe- 
ther that money has been spent judiciously in building a 
road suitable to the probable wants of the community, or 
whether it has not been wasted, in imitation of some great 
thoroughfare, by going to a great expense in getting easy 
grades and curves (all very good in their place) and by using 
55 to 70 pound rail when a rail of 40 pounds, with suitable 
machinery, would have been sufficient for the present genera- 
tion? These are important questions, the answers to which 
would be a material aid in determining the course to pursue 
in relation to delinquent bonds. Whether the roads should 
come under your management, or whether you will permit 
them to be managed by parties 
having really no interest in them. 
All these unnecessary expenses 
have been made and cannot be al- 
tered, and will eventually be of ben- 
efit to you, but not sufficie.t in 
many cases to have justified the 
outlay. 

A still more important question 
now is: Are the roads judiciously 
managed? Are they working for 
their present business, or are not 
they working for a business which 
they hope to have in the distant 
future? To ask whether a road 
doing a small business should have 
all the paraphernalia of a great 
through route—sleeping cars, pal- 
ace cars and all? Whether it is ju- 
dicious or good economy to run 
two passenger cars and a sleeper 
for an average of 25 passengers, as 
the last report of one road says 
they do? Whether it is good econ- 
omy or to the interest of the bond- 
holders to run passenger trains of 
five cars with a 25 or 30-ton engine 
to accommodate 20 passengers, or 
whether it would not pay you bet- 
ter to run two cars and a 10 or 12- 
ton engine? Whether thereby you 
would not save largely in fuel, re- 
pairs of machinery, and still more 
in repairs of track and wear of 
iron? 

{n the West are numerous judi- 
ciously located roads, which are 
now developing the country and 
which will in a few years doa large 
and profitable business, but are now 
earning only from $1,000 to $3,000 per mile of road; yet tor 
this light business they are trying to make fast time, and on 
unballasted roads running engines of from 25 to 40 tons, with 
large and magnificent cars, and frequently palace cars—every- 
thing, in fact, to do a first-class business except the one need- 
ful thing, viz., passengers and treight to transport. Many of 
these roads could do now double or treble the amount of their 
present business without any or very slight additional ex- 
pense. 

On many of the roads the iron is (from the enormous weight 
on drivers, frequently from five to six tons on each wheel) 
being crushed and broken, while much of it is so bent down at 
the joints that a side view makes for each rail a vertical curve 
of itself, and in a few years the rail has to be renewed at your 
expense; and the important question for you to solve is, 
whether it is to your interest to have these roads worked now 
and for years to come with machinery and expenses sufficient 
tor a large business, or whether it would not be to your inter- 
est to put upon them rolling stock amply sufficient for all cur- 
rent business, sometimes increasing the number of freight 
trains, increasing thereby the wages of train-hands, but 
largely decreasing the expense of repairs and saving your 
iron? 

Properly adjusted machinery would no doubt reduce the 
working expenses on many roads at least 20 per cent., and 
sometimes more. 

Fashion has its claim here as elsewhere. Small engines, 
neat and compact cars, are not the fashion. Neither would 
they aid in selling bonds, for their use would show at once 
that the road was doing a small business, and therefore could 
not pay interest on a large bonded debt. Now the bonds have 
been sold and the interest unpaid, and the question is, What 
shall we do? 

There are but very few roads which will not be able, if prop- 
erly managed, in a short time to pay interest on from $12,000 to 
$20,000 of bonds per mile. To make them do this, they must 
be economically managed. I don’t mean that you shall cut 
down salaries or starve your men, but that you shall work 
everything with an eye to your business interest, and not to 
the style that is put on by some neighboring insolvent road. 
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Many new roads must be built and they will pay when the | 
money is properly expended ; and with judicious care the rail- | 
road stocks and bonds will yet be found to be the best invest- 


ment, next to governments, in the land ; for all well-managed | 
railroads build unto themselves a constantly increasing busi- | 
ness, which neither panics nor hard times can materially affect. | 


D. H. R. 








Interchange of Freight Cars. 





(Continued from page 478.] 


To THE Eprror oF THE RaILroaD GAZETTE : 

The Committee of the Railway Association of America, be- 
fore referred to, recommended, as appears from their report 
publishedjn the Ratroap GazeTTE, “ that the usual mileage 
rate of one and one-half cents per mile run be continued, 
and that each railroad party to this arrangement instruct 
their agent at junction stations to compute with the agent 
of connecting lines any demurrage that may be levied under 
these rules for the detention of cars on the following terms, 
viz: allowing three days’ grace for transfer at junction stations 
and for unloading at destination, one day for every distance 
ot 75 miles or under. All detentions over the above, for every 
day absent, a charge for 60 miles, at the rate of mileage of one 


and a half cents per mile, this charge to be allowed under all | 


circumstances, unless remitted by the road to whom it is 


lication from the proper officer of th d | 
gel, Seve ae — eee | the car is detained beyond the allowance of time covered by | 


paying it, showing good and valid reasons for the remittance 
of such charge. The remitting of any demurrage charge 
to be left to the discretion of the party who should receive it if 
paid.” 

This report recognizes the necessity for an improved sys- 
tem of interchange, in order that the owner may receive re- 
muneration in proportion to the time he is deprived of the 
use of his car, but the plan recommended is hardly a practi- 
calone. The agents at junctions are to calculate the de- 
murrage due, and the full amount is to be charged unless 


remitted by the owner of the car. The utter confusion of | 


accounts that must result is more easily imagined than de- 
scribed; and there are other grave objections. Suppose A to 
start his car over B, C, D and E, is B to be responsible to A 
for demurrage due from C, Dand E? B cannot calculate the 
amount due until the car has returned, and if he debits B 
with the full amount, and B debits C, perhaps D and E, either 
one or both, refuse to pay demurrage and claim exemption ; 
a long correspondence ensues, and in the meantime how do B 
and C balance their debits, and when exemption is granted, 
is the correction to run back through all, the accounts 
on the line? Of course this trouble might be obvi- 
ated by debiting each road with the full demurrage and cor- 
recting errors or allowing exemption, by direct remittance 
from the owner to the party exempted. The correspondence 
such a system would entail would be enormous, and the 
complicated accounts at every junction would require a spe- 
cial clerk to attend tothem. So cumbrous a system could not 
work. 

It has also been proposed to let every road report di- 
reetly to the owner the date each car is received and 
the date it is delivered to connecting road; the 
owner than to settle direct with each road. This plan is 
less cumbrous than the other, but the correspondence entailed 
and the number of reports to be sent, one for every road, 
would entail considerable work and much confusion. Both 
these systems are open to the fatal objection that there is no | 
power to enforce the rules and no referee in case of disputes. 
The only means by which all these difficulties can be over- 
come is the establishment of a clearing house. Each road | 


cars loaded outwards for places off the road, and one of | 
cars received from places off the road; from junctions 
there would be reports of cars received and cars delivered. At 
the clearing house each road would have a record book, show- | 


road, but not noticing them while on the road. An- 


other record would show the amount debited each road for | 
Claims for exemption would be | 


the use of foreign cars. 
allowed or disallowed by the secretary or manager of the 
clearing house, from whose decision there would be appeal to 
a committee. 


each instance as if it were the owner. And here is the power 
to enforce its decrees; no road could say, ‘“We will not 
pay,” for the clearing house simply debits it, and holds the 
money due to it from other roads. If the monthly balance be 
against a road and it refuses to pay, it would be expelled, and 
all the clearing house roads would refuse to interchange with 
it. It does not follow that all roads belonging to the clearing 
house must adopt the same rate: for instance, some roads may 
agree to pay a per diem demurrage, others may object to such 
an arrangement. 
adopt that system in their interchange with one another, and 
can either refuse to interchange with other roads or do so on 
their terms of simple mileage. 

Returns would be sent to the clearing house daily from junc- 
tions by the companies’ agents, and at important termini 
there would be independent number-takers appointed by the 
clearing house. 

RULES TO GOVERN THE INTERCHANGE OF FREIGHT CARS. 

Definitions of the terms used in these rules: 

Surprer: The merchant or other person delivering the 
goods for shipment. 

ConsIGNEE: The merchant or other person to whom thg 
goods are to be delivered at destination. 

Owner : The railroad company owning or leasing the car 

PossEssor: The railroad company on whose road the car is 
at the time reterred to. 

DELIVERER: The railroad company delivering the ear to 
another railroad company at any junction. 











| if not less than $5, shall be borne by the owners ; 
ing the performance and earnings of its cars off the home | 


All settlements would be made directly with the | 
clearing house, which would debit and take credit for cars in | 


Then those in favor of demurrage can 


| it arrives home. 


REcEIVER: The railroad company to whom _ car is de- | 


| livered. 


INTERMEDIATE Roap: Anyroad which lies between the loader | 


and unloader. 

Home Roap: The road of the owner of the car. 

Home JourRNEyY: The journey back to the home road from 
the point to which the car was loaded. 

OvutwaRD JouRNEY: The journey away from the home 
road. 

Foreign Car: A car which does not belong to the road on 
which it is at the time referred to. 

Foreign Roap : Any road other than the “‘ home road.” 

TurovuGcH Freicut: Freight destined for any point off tho 
road on which it is shipped. 

ForrIGN Freicut: Freight which passes over the road, but | 
is not from or to any point on it. 

LoabDER : The road on which the car is loaded. 

UnLoavER : The road on which is the destination of the car, 
i. e., the road on which the car is to be unloaded. 

Line Car: Acar usedin any of the transportation lines, 
such as ‘* Blue Line,” ‘* Red Line,” ‘“‘ Empire Line,” etc. 

RULES. 

1. Railroad companies using foreign cars shall pay to the 
owners remuneration for the use thereof as follows: 

a. Mileage at the rate of 144 cents per mile travelled, each 
way, loaded or empty. 

b. Demurrage at the rate of 75 cents per diem for every day 


mileage. 
c. The time covered by mileage is: 


At each place of delivery (junction) 1 day (allowed to deliv- | 
| erer). 


At destination to unload, 1 day. 
Destination to load for return, 1 day (if returned empty, these | 
not to be allowed). 
Journey, for every 100 miles or under, 1 day. 
d. Exemptions from demurrage : 


When a road is blocked by natural obstructions, demurrage | | 
shall not be oe for as many days as the obstruction | 


lasts. 


If a road is, by reason of obstructions, or excess of | 


traffic, unable to receive cars or unwilling toincur the liability 
to demurrage, it shall notify its connections and the Clearing | 
House, and shall not be held liable for demurrage on cars de- 


liveredit more than 24 hours after the notice is giyen. In such | 


case the Clearing House shall immediately notify all roads in- 
terested that demurrage cannot be collected if cars are con- 
signed by that route. 


2. At every junction of railroads operated under different | 
managements, an understanding shall be come to as to the | 


places where cars are to be delivered to each other, and when 
a car properly labeled is placed at that point which is the ac- 


knowledged place of delivery, it is from that time at the risk 
of the Receiver, unless the latter shall have given notice of its | 


inability to take cars forward. 
8. If a car be considered by the Receiver unfit to travel, it 
must be returned to the Deliverer, and until such re-delivery 


has been accomplished the car is at the risk of the company to | 


which it was first delivered. 


4. It is the duty of the Deliverer at a junction to put the cars | 
into such condition as will satisfy the Receiver, or to tranship | 


the goods. Ifa car be damaged, yet fit to travel, the Receiver 
shall notify the Deliverer and also the Clearing House, stating 
accurately the extent of damage, for which it shall then be 
| released from responsibility. 

5. As soon as a car passes oft the home road, the Possessor 
is responsible for all and every contingency that may arise 


from the use of sueh car; except that if the contingency is | 
would send to the clearing house reports from each station of | clearly traceable to a defect of material or workmanship, and | 
| in case of failure of wheels or axles, the ordinary repair or re- 
| placement of such car shall be at the owner’s expense. 


6. The cost of repairs arising from ordinary wear and tear, 
but in cases 
of palpable damage from negligence, such as from dropping 
heavy weights, smashing of doors, neglect of greasing, etc. 


made good at the Possessor’s expense. 
elect either to repair the car or return it to the owner for 
repairs. 

7. The cost of transporting damaged rolling stock home 
must be borne by the company on whose road the damage oc- 
curred. 

8. Accounts for repairs done must be rendered to the debtor 
companies within three months. 

9. Each car should be marked with the maximum weight it 
can safely carry. If the car be loaded in excess of the marked 
weigbt and accident happen at any point on the journey, the 
loader shall make good to the Possessor all damage done to 
the car, and the Possessor shali settle with the owner. 

10. When a car has been damaged by misuse, such as loading 
coal-oil in grain cars, etc., the owner shall have the right of 
calling upon the company that misused the car to take it and 
pay the value thereof. 

11. Every car sent off the home road shouid be properly la- 
belled, showing the route it is to travel. The home journey 
must be by the same rcute as the outward journey. When a 
car is missent on the outward journey, the road missending it 
is responsible to the owner for all demurrage from the t'me it 
is missent until it arrives at destination. When it is missent 


| on the home journey, the road missending it is responsible to 


the owner for all demurrage from the time it is missent until 
(See §18 ; line cars.) 

12. The destination of acar is the farthest station to which 
it was labelled when starting on the journey. If bulk is not 


. _ broken, the car may be sent on to any other station at mileage 


rates; but if unloaded and reloaded for- another station, for- 
ward or otherwise, than as provided in the following section, 
it shall be considered as missent, and the road missending 
shall be debited with full demurrage. 
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18. Foreign cars must ;not be used after arrival at destina- 
| tion for any purpose, except that of carrying a load home, or 
in the direct line of return home, or to a point beyond the 
home road. 
| Line cars when unloaded must be sent to the point where 
load awaits them, according to the orders of the line manager, 
14. Each car delivered at a junction must be accompanied 
| by a separate way-bill, showing contents of car, initial point, 
| destination and route. Demurrage incurred by neglect to de- 
| liver the way-bill should be debited to the deliverer. 
| 15. Returned cars may be delivered to the home road at any 
| of its junctions, unless the latter demand that they be deliy- 
| ered at the starting points. 


OLEARING HOUSE. 


| Plan for the formation of a Clearing House for the purpose of 
keeping records of foreign car traffic and of adjusting mile- 
age and demurrage accounts between the railroad compa- 
| nies parties thereto. 
| 1. Membership.—Any railroad company may become a mem- 
| ber of the Clearing House Association by making application 
| addressed to the Secretary of the Clearing House, signed by 

the President or General Manager of the company. 

2. Withdrawal.—Any railroad company member of the Clear- 
| ing House Association may withdraw from it on giving to the 
| Secretary notice, signed by its President or General Manager. 
| 8. Expulsion.—Notice may be given to any company member 
| of the Clearing House Association that in one month from the 
| date of such notice it shall cease to be a member, provided 
| that a resolution to that effect be adopted by two-thirds of the 
members present in a general meeting of members. 

4, Representation.—Each company party to the Clearing 
| House shall be represented in all meetings by one delegate 
| properly accredited. Companies whose roads are operated by 
other companies shall not be represented in conference. 

5. Annual Convention.—A conference of members shall be 
held yearly on ——, and at such times as the Chairman 
or any two members may appoint. 

6. President.—A President of the conference shall be elected 
by ballot to serve one year; he shall preside at all meetings 
and shall name all committees. 
| 7. Arbitration Commiitee.—An Arbitration Committee of 13 
members shall be appointed yearly, and shall hold quarterly 
| meetings. 

8. Secretary.—A Secretary shall be elected by the confer- 
ence to superintend the working of the Clearing House, 

9. Treasurer.—A Treasurer shall be elected yearly at the 
| annual conference. He shall receive all moneys due from 
railroad companies on the Secretary’s draft, and shall pay the 
amount due to railroad companies on order signed by the Sec- 
retary ; he shall pay amounts necessary to cover the expenses 
| of the Clearing House on order signed by the President and 
Secretary. 

10. Number-takers.—At every junction ot railroads operated 
| by companies parties to the clearing system, the Secretary 
shall appoint number-takers, who shall perform such duties 
| and make such returns as the Secretary shall direct. 


At junc- 
tions where the traffic is so small as not to require a special 
number-taker, the railroad companies, through their agents, 
shall prepare such returns as the Secretary may require. 

11. Records and Accounts.—From the returns rendered by 
| the number-takers, records shall be made by the Clearing House 

ot car movemenés, and accounts of the amounts due to and 
| from each company made up according to the rates of each 
| company. 

| 12. Accounts and Drafts. for Balances.—All accounts for 
mileage and demurrage shall be made out as between the 
Clearing House and the company, and drafts made by the 
| Secretary in favor of the Treasurer for balances against com- 
panies. 

18. Payment of Balances.—Payment on account of balances 
will be made as soon as sufficient money to transfer is paid to 
| the Treasurer by debtor companies, each creditor of the 

Clearing House receiving a rateable share of the whole 


+ | amount paid. 
and in all cases of collision and accident, the damage shall be | 


The Possessor may | 


14. Unpaid Balances.—Interest at the rate of 12 per cent. 
will be charged on balances not paid to Clearing House within 
| one month of date oft draft. 
| 15. Errors in Balances.—All balances must be paid as de- 
| clared by the Clearing House, and any errors in them subse- 
| quently adjusted. 

16. Appeals.—Appeals from the Secretary’s assessment—of 
demurrage can be taken to the Arbitration Committee, and if 
the amount in dispute be more than two thousand dollars, an 
appeal can be taken from the Committee to the Conference, 
whose decision shall be final. In all questions involving 

| $2,000 or less, the decision of the Committee shall be final. 
| 16. Expenses.—The expenses of the Clearing House shall be 
| assessed on members in proportion to their foreign car re- 
ceipts. 

Rules for Gu.dance of the Arbitration Committee. 

1. This Committee shall consist of 13 members. 

2. Three niembers shall form a quorum. 

3. The Committee shall meet quarterly at such place as the 
Chairman may appoint. 

4. The Committee shall elect from their number a Chair- 
man, whose duty it shall be to preside at meetings and to ar- 
range for the attendance of at least three members at every 
meeting. 

5. The Secretary of the Clearing House shall be the Secre- 
tary of the Committee. 

6, The powers of the Committee shall extend to the hear- 
ing of complaints and determining the liability of the parties 
in respect to damaged rolling stock, compensation for dam- 
age done to rolling stock, claims to exemption from de- 
murrage, and any other claims that companies parties to the 
Clearing House may agree to submit to them for arbitration. 
They shall have power to send for such witnesses as they may 
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consider necessary, and to have records and papers examined 
by any persons whom they may depute for that purpose. 

7. The expenses attending each session of the Committee 
shall be borne by the companies against whom judgment is 

iven. 

. 8. Amember of the Committee shall not sit as a member to 
arbitrate on a case in which his company is interested, and if 
called upon by any interested party he shall leave the room 
during the proceedings of that case. 

9. From the Arbitration Committee an appeal shall lie, in 
cases involving more than two thousand dollars, to the con- 
ference. 

10. Members of the Arbitration Committee shall be officers 
of railroad companies parties to the Clearing-House Associa- 
tion, and must beof rank not lower than General Freight Agent 
or Master Mechanic. Hinpoo. 








The Watered-Stock Hallucination. 





Among the various cries raised during the last two or three 
months by the railroad and agricultural moralists in the West 
there has been one which has seemed to take a strong hol 
upon the popular imagination and belief. The cry to which 
we refer is a denunciation of the immorality of the railroads 
in regulating their charges for fr ight by the amount of 
stock they have issued. A railroad is built, it is 
said, for a certain sum of money, say a miilion dollars, 
and a certain rate of freight is established by the directors 
which is fair enough, and will enable them to declare a divi- 
dend. Then the directors, like the shrewd knaves they are, 
come together and pass a vote to water the stock to double 
the previous amount. Then, well knowing it to be impossi- 
ble to pay dividends without increasing the rates, they double 
these, and out of the poor farmers’ hard-earned savings the 
money is wrung. This process is repeated every time the 
stock is watered; and, naturally enough, we have in the end 
granges, farmers’ associations, new parties, denunciations of 
capitalists, and threats of lynoh-law. That the practice of 
increasing the rates of freight as the stock or debt of roads 
increases is immoral, there can be no doubt; it is a practice 
not merely unjust, but in’its very nature fraudulent. It is a 
fraud upon the stockholders, because, as it cannot be indefi- 
nitely repeated, there must come a time like the present—a 
time of retribution—when watering must come an end, 
and transportation be directed to new routes. It is a fraud 
upon the public, because it is a tax collected 
under false pretences. We are even willing to go 
further than this, and to admit that, for rail- 
roads caught in the act, hardly any punishment, 
even to the extent of absolute disfranchisement and expatria- 
tion of the directors, would be too severe. There is, how- 
ever, one difficulty in the way, which is a difficulty common to 
many of the proposed reforms in railroad management—the 
eee alleged has absolutely no existence, except in the 

eated brain of the agitators who have imagined it. There 
are no roads in the United States on which any attempt has 
been made to increase the freight earnings in proportion to 
the watered stock or debt, or, if the attempt has been made, 
it has failed so egregiously as to prove the managers of the 
roads singularly incompetent to transact their own business. 
As this fallacy with regard to the ratio of freight to debt 
is a specimen of the kind of ratiocination with which 
the farmers and their unthinking supporters are now 
deluding themselves and the public, we shall proceed 
to examine it, not much in detail, for, if the alleged 
pep exists, it must be very easy to detect its existence, and 
shall attempt to guide our investigation by the actual facts of 
the case instead of by fancy. 

The theory, it will be seen, may be tested in two different ways 
—a comparison may be made between a number of railroads to 
see if any covstant relation exists between the debt and the 
freight earnings, or the career of several roads may be traced 
separately, for the paps of ape 4 whether the freight 
earnings are advanced side by side with the liabilities, or whe- 
ther there appears to be. any connection between the two like 
that imagined to exist. Of course it is to be assumed at the 
outset, that with the growth of railroads in a new country 
both the earniags and liabilities increase; but the question 
is whether the increase in the — is made to bear a cer- 
tain proportion to the debt, and what that proportion is. 

‘*Poor’s Railroad Manual” is acknowled; to be the onl 
authoritative compilation of facts in the United States wit 
regard to railroads. The “ Manual” for this year contains a 
tabulated statement of the earnings, expenses and liabilities 
of all railroads in the country, arranged by States. In order 
to determine how far the earnings of a railroad from freight 
are determined by the amount of the stock or debt, we will 
select, at random, any State, and see what the ratio actually is. 
In order to be on the safe side, we will not take merely the 
stock, but the entire debt of each road (including stock, 
bonds, and all other liabilities), and at the same time take the 
gross earnings from freight, or, where these are not given, the 

ross earnings from all sources, as there is no probability that 
these are ‘‘doctored” in any way. 

The first railroad in Ohio is the well-known Atlantic & 
Great Western. Its total debt is now, or was at the time this 
‘* Manual” was a, $83,000,000. The gross earnings are 
put down at $4,126,479, or five per cent. on the debt. There are 
no dividends. The next largest debt is that of the Lake Shore 
and Michigan Southern, which is put down at $78,820,219, 
while the gross earnings from freight are $12,613,499, or be- 
tween 16 and 17 per cent., while the dividends are eight per 
cent. The debt» f]fthe ice sen = Fort Waynej& Chicago 
is $35,852,516; the ~ earnings from freight are $6,851, 
or between 15 and 16 per cent. It declares a dividend of 7 per 
cent. The Marietta & Cincinnati has a debt of $26,287,980, 
while its earnings from freight are $1,409,567, or say 6 per 
cent., and it pays no dividen On the other hand, turn- 
ing to the smaller roads, the Ohio Railroad with least 
debt is the Carrollton & Oneida; its debt is $14,600. 
Its gross earning from freight are put down at $3,131, 
or about 20 per cent., and it declared 15 per cent. divi- 
dend in 1870. The Iron Railroad, witha debt of $142,948 
earned from freight $91,368, or 75 per cent., while it declar 
no dividends at all. Wehave gone through the twenty-four 
Ohio railroads with substantially the same results in all cases— 
that is, no result at all. We have failed to detect the slightest 
indication of a fixed relation between the debt and the earnings. 
We should like very much to be informed by some one who in- 
terests himself in the farmers’ movement, when he speaks of 
the directors “increasing the freight charges to pay interest 
on watered stock,” which of the wey eg sy in Ohio 
he has in mind. Out of twenty-four, there are only seven 
which pay dividends at all, and so we suppose it must be 
one of these. We should also like to know, if it be true 
that the freight income is made to increase with the debt, what 
is the ratio of increase and how ag Mae in the country it 
applies to. Finally, it would be interesting to learn why a 
director, who can, by means of fraudulent contracts and 
leases and new lines, swindle his stockholders day in and day 
out without fear of detection, or at any rate of pursuit should 
resort to the device of laying an exorbitant tax upon the pro- 
ducer, which he knows mustin the end bring transportation 
to a standstill. : 

It may be objected to this examination of the matter that it 














is Segeaiie, Seseane it compares one road with another in- 
stead of tracing the career ofa single road from year to year. 
Though we do not think there is anything in the objection, in 


order to set all doubt at rest we have examined 
the matter in the other way also, taking for the 
purpose of examination the following stocks, which 


are called in the financial columns of the newspapers “‘invest- 
ment stocks,” and may therefore be fairly supposed to be 
those whose directors endeavor, in accordance with the the- 
ory, as far as — to water and increase the earnings of 
the stock. ey are Erie preferred stock, Michigan Central, 
Cleveland & Pittsburgh Gamenteet, Cleveland, Columbus, 
Cincinnati & Indianapolis, Pittsburgh, Fort Wayne & Chicago 
guaranteed, Delaware, Lackawanna & Western, Chicago & 
Alton, Chicago & Alton preferred, Chicago, Burlington & 
Quincy, Morris & Essex, New York, New Haven & Hartford, 
Albany & Susquehanna. 

In 1862-3 the total debt of the Erie road was $40,066,200, and 
this debt gradually increased until it was, in 1871-2, $118,295,- 
979.38, an increase of nearly two hundred per cent. e 
freight earnings during the same period had increased from 
$2,482,234.47 to $14,509,745.47, or about seventy-five per cent. 
The dividend on the preferred stock for the year ending 
December 31, 1872, was one and three-fourths per cent. The 
total debt of the Michigan Central has increased from 
$15,188,190 in 1865-66 to $25,557,039, or 40 per cent.; the stock 
having increased in the same period from $6,982,866 to 
$17,987,048, or very nearly 200 per cent., while the earnings 
only increased (this sum apparently included passenger earn- 
ings) from $4,446,490 51 to $5,313,074.03, or 164% per cent., and 
the dividends have become very uncertain and specula- 
tive. The debt of the Cleveland & Pittsburgh Railroad 
in 1865-66 was $7,264,435, but in 1871-72 it had increased 
to $15,070,493.31, or more than 100 per cent., while the 
earnings had increased from $2,612,186.17 to $3,080,647.29 
in 1870-71 (the earnings for 1871-2 are not given), or 
about 164% per cent. On the Cleveland, Columbus, Cincinnati 
& Indianapolis Railway the gross earnings from 1868 ‘o 1872 
increased from $2,918 347.83 to $4,573,170.85, or say 50 a 
cent., while the liabilities had increased from $13,034,346.70 to 
$18,306,687.01, or about 40 per cent. We have examined the 
other roads on the list, but to state the result in figures would 
merely be to give a quantity of statistics which in the end show 
nothing at all. 

It appears sufficiently, in fact, from the figures already 
given, that there is no fixed relation whatever between the 
earnings of a railroad and the amount of its stock and bonded 
debt. This is exactly the result we should expect a priori, on 
many accounts. The amount which a railroad is able to col- 
lect from Se and shippers does not depend upon the 
amount of liabilities the directors may choose to incur. 
the farmers’ movement had taken er a few years ago, 
when Fisk and Gould were in control of the Erie road, and 
the agitators had thundered out such denunciations as we 
now hear against the og pam attempt of the directors to 
exact exorbitant rates for the purpose of declaring fraudulent 
dividends on the a and common stock, every one 
would have laughed at them. At that time we heard nothing 
about the iniquities Tage nay upon the farmer; it was then 
always the stockholder who seemed on the point of being 
ruined. There is something laughable in the notion of 
Thomas A. Scott, Cornelius Vanderbilt, or such men as are 
connected with the management of what are called the “ Bos- 
ton” roads, going every year into a calculation of how much 
they should raise freights in order to pay a profit on watered 
stock, because any one who knows anything about railroads 
knows that, so far from calculating their freight rates before- 
hand, the amount of income derived from freights from year 
to year is a highly changeable quantity, depending, partioulesty 
in new countries, on the movement of population and the 
growth of business. 

The question, however, as to the true theory of freights we 
have no intention of discussing. All that we have any desire to 
prove here is that the relations assumed by the railroad moral- 
ists to exist between the stock of a railroad andits freight 
earnings are purely imaginary, a mere chimera. In the Ohio 
railroads, we have shown that the ratio between the two, so 
far from being fixed, ranges everywhere from five to seventy- 
five per cent., and by tracing the history of two or three 
‘‘ investment stocks” during the last few years, we see that the 
figures become wilder and wilder, and that while both earnings 
and debt have been growing, they have moved on widely 
different lines, depending (as we may see in the case of 
the Erie road, whose history is better known than that of some 
others) on conditions of no small complexity. There is about 
as close a relation between the debt of a railroad and the 
amount it is able to earn from freight as there is between the 
er of population and the height to which a balloon can 
ascend, 

There is also another thing which the examination of these 
figures makes painfully evident—that the denunciation of the 
railroads for their exorbitant freight charges has been made 
without the slightest reflection or study of the subject. 
The denunciation was founded on an assumption which the 
brn | briefest examination of railroad statistics would have ex- 

loded. The seers and prophets, however, among the farmers 

id not think it worth while to look into the matter at all. 
They knew that the debts of railroads were large and constant- 
ly increasing, and they had been told that railroads were mon- 
opolies, and monopolists could do exactly what they pleased. 

is was quite enough for them; and out of this slender 
stock of information they concocted the theory that the way 
these monopolists ed roads was to create a gigantic 
debt first, and then pay the interest on it by exacting what 
they chose from the farmers. One would omppene, from the 
theories which the farmers’ friends have invented for them in 
the past six months, that they might have come out of the 
brain of some Confucian philosopher in the interior of Asia, so 
little relation have they to the actual life of the country. Rail- 
roads are — highways at one moment, private roads the 
next ; the building of 9 great railroad from ocean to ocean is 
a work to fire patriotic hearts so long as it is unbuilt ; as soon 
as it is built it becomes an invention of the devil. and within 
six months we hear that a new railroad from ocean to ocean is 
the only thing that will extricate us from the meshes in which 
we have involved ourselves by building the first. A few years 
ago the curse of railroad management was that the directors 
swindled the stockholders, and now it is that they swindle the 
farmers in the interest of the stockholders. As soon as we 
hear of any plan of railroad reform that looks feasible, we 
shall = it; but we have as yet seen no evidence that the 
study of the subject by those who make so much noise about 
it, has been even begun.—The Nation. 








THE SCRAP HEAP. 


An Employees’ Olub. 
The Philadelphia Railroad and Mining Register of Novem- 
ber 29 says: “ enterprise has recently been ina' ted 


among the conductors and other employees on the North Penn- 
sylvania Railroad, which is likely to be productive of great 
good, and will, in all probability, induce the managements of 
other roads to follow the example. Some months since Mr. 
F. A. Comly, President of the road, had one of the large rooms 
in the second story of the depot, at Berks street, handsomely 
corpopet and fitted up, and tendered it, free of rent, to the 
conductors and other employees who feel disposed to use it as 
a place of rest or resort for social intercourse and mental im- 





provement. The offer was gladly accepted, and a club at once 
formed, a small initiation fee and monthly contribution being 
required, for the ao of purchasing additional furniture, 
securing bonks for a library, e The room now presents a 
very inviting and cheerful appearance, and is in constant use 
as a place of resort when the employees are off duty or wait- 
ing for their trains, etc. 

On November 20, a formal opening took place, and the room 
was well filled by the wives, children and friends of the mem- 
bers of the club, when an impromptu entertainment, consist- 
ing of singing, recitations, speeches, etc., was given, the 
whole concluding with an abundant supply of refreshments. 
As the entertainment came off after the | 


e last train on the road 
reached the city, nearly every member of the club, as well as 
other officials of the road, 


an opportunity to be present.” 
Economy in Oar-Lighting. 

The Two ics of the city of Mexico says: 

** Tt has fallen to the lot of the Vera Cruz Railway Company 
to make the last improvement in candlesticks. This invention 
is so simple that we give it to our readers for imitation: When 
it gets dark the brakemen light the candles and give them to 
the passengers to hold. It cannot be denied that for economy 
these candlesticks have no superior. This invention had be- 


— necessary, inasmuch as there are but 14 lamps on the 
ine.” 


Sale of Great Welsh Iron Works. 

The Cyfartha Iron Works in Glamorganshire, Wales, since 
1783 in the possession of the Crawshay family (one of whom 
when he died a few years ago left a fortune of $40,000,000) and 
next to the Dowlais Works the largest in Great Britain, have 
been sold by Mr. Robert Crawshay, the a to a joint 
stock company for a little more than $5,000,000. The property 
embraces colleries, iron works, and a canal 24 miles long, from 
Merthyr to the port of Cardiff, and gives employment to 5,000 
men. 


The First Sleeping-Oar Trip in England. 

An English journal last month says: “The new sleeping 
carriage built for the London & Northwestern and Caledonian, 
to run between Euston station, London, and Buchanan street 
station, Glasgow, made its first run to and from Glasgow on 
2d inst. The carriage, which has been already described, was 
attached to the 8:40 p. m. limited mail from London on Wed- 


| nesday, and had ten berths occupied to Glasgow. It left 


Glasgow on its first trip south per the 5:52 p. m. limited mail, 
with about half a dozen passengers. The attachment of the 
carriage to this train was, however, evidently not known, and 
those berths taken were only secured by the passengers after 
seeing it at the station. A similar extra charge to that for 
the North British Company’s sleeping carriage of 10s. is made 
for each berth.” 


Hamilton, Lacon & Eastern. 


A ihe for a mechanic’s lien of $5,000 was filed Novem- 
ber ilin the Superior Court of Chicago by A. Wallbaum & 
Co., sub-contractors, against the Hamilton, Lacon & Eastern 
Railway Company and the contracting firm of Richard P. 
Morgan & Co. and Joseph Bickerdyke. R. P. Morgan & Co. 
are the original contractors for grading and bridging the 
whole track of the road. On June 17, 1873, a sub-contract was 
entered into by which Wallbaum & Co. were to build a num- 
ber of pile bridges at certain points over a tract beginning at 
the intersection of the track of this road with the Chicago & 
Northwestern, and running thence 15 miles westerly and 
southerly, including bridges across Salt Creek and the Des 
Plaines River. 

It is charged that R. P. Morgan & Co. have utterly failed to 
complete their original contract, and that the railway compa- 
ny is in consequence about to appropriate the whole work and 
materials done and provided by Wallbaum & Co., whereby 
their remedy for their balance of $5,000 due by Morgan & Co, 
will be endangered. A mechanic’s lien is therefore asked. 
Bickerdyke has some interest in the original contract which is 
not specified. 


Union Pacific. 


In the Credit Mobilier suits before the United States District 
Court at Hartford, Conn., a decision was given November 28. 
The motion to dismiss the complaint on the ground of juris- 
diction was denied. The Court sustained the demurrer made 
on the ground that damage to the Government by the Credit 
Mobilier frauds is too remote to be reached by the process 
pursued or by any other, and that the Government has at 

resent no pecuniary interest to be reached by the bill. The 
Bourt takes the view that there is no trust raised in behalf of 
the Government to be protected. No decision was given on 
the motion to dissolve the injunctions against payment of the 
interest on certain bonds. e Attorney General, in his an- 
nual report to the President, announced his intention of tak- 
ing the case to the Supreme Court. 

The trustees of the ha ey ape have drawn 44 num- 
bers of these bonds ($1,000 each) for redemption on the ist of 
April next. , 
Portland & Rochester. : 

This company’s road extends from Portland, Me., southwest 
to Rochester, N. H., 52% miles. It is being extended from 
Rochester to Nashua by the Nashua & Rochester road, now 
under construction and nearly completed. 

The report for the year ending August 31, is as follows : 








142.070 89 1 Bi 

Gross CATNINGS........+--eseeeeeee 570. $131,561.28 

EXpeMseS......csee0+ seereeeeeeceee 101,595.46 100,782.65 
Net earnings...........s0+-e0- $40,975.43 $30,778.63 


This shows an increase of $11,009.61, or 884 per cent. in gross 
earnings and of $10,196.80, or 33 per cent. in net earnings. The 
value of material on hand, however is $4,927.40, or $4,418.80 
less than at the end of the previous year. @ ex- 
penses for the year were 714 per cent. of the earnings. The 
gross earnings were at the rate of $2,714 per mile. 

Passenger trains ran 75,010 miles; freight trains, 48,979 
miles; wood and vel trains, 10,119 miles; making the total 
train mileage 134,108 miles. The trains carried 142,846 passen- 

ers and 64,290 tons of freight. No passenger was injured 
faring the year. ; 

New turntables have been put in at Gorham and Portland ; 
the Saco River bridge improvements have been completed; 4 
miles of new fence built; 3,020 feet of new side trac! 
laid and 62 tons of new rails and 7,478 new ties put in the 
track. Work on the meangpaal Way at Portland has been re- 
sumed and is in a forward state. In order to secure its com- 
pletion it became necessary for the we to assume the 
contract. The price to be paid by the city 1s $50,000, which 
it is believed, will nearly, if not quite, complete the work. It 
is thought that on its yg te a large increase of business 
will come to the Portland & Rochester road, in ny age of 
the facilities it will give for exchanging business with other 
roads. The completion of the Nashua & Rochester road now 
near at hand will also bring much additional business to the 
road. Mr. Lord, of Bonny Eagle, has offered to contribute 
$25,000 in cash toward a branch railroad from Saco River to 
Bonny Eagle, and run from ten to fifteen cars of lumber ev 
day over it if the road would raise the remaining $20, 
needed. 

















The sinking fund now shows a balance of $45,479.89 to cred- 
it of the company. ss 
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g7| and receive the keenest enjoyment from the other. Be- | portant class, the men who run the locometives. 


| 
| ed as over-fast'dious who would object to wrap himself in | they will interpose every obstacle they can to prevent its 
the drapery which had hospitably received the occupant of | use. 
the couch for one or more nights befvre him. The charac- | The side ventilators could remain as they now are, as 
ter of restaurants can be rated with tolerable accuracy from | too much air would be admitted in very cold weather it, 
the appearance of the table linen. Even if we had not |instead of being glazed, they were provided with open 
the avthority for it that “‘ cleanliness is next to godliness,” | slats. Wfth the front and rear ventilators open there 
we could perceive that the love of it implies somewhat of | would, however, be a constant current of air supplied in 
a moral elevation, that it is developed very much as other | front and exhausted atthe rear end, which would keep the 
moral characteristics are, and that it exists in a very lim- | atmosphere in the car at least very much purer than it is 
| ited degree among the lower strata of mankind, and grows | now, when every crevice is closed up aud the car at the 
| with the increase of intelligence, courage, gentleness, | same time crowded with passengers. 
| truthfulness, integrity and a sense of justice. This is es- — 
| pecially applicable to that perception of uncleanness which | A Catechism of the Locomotive. 
| is invisible, and the delicate appreciation of purity in the | Although there are a great many treatises on the loco- 
jelement about. us which is unseen. The brutal! motive in the English and other languages, some very 
| occupants of the lowest class of metropolitan lodging-houses | gjaphorate and valuable, most of them are intended almost 
| are unconscious of the stench in which they spend the | exclusively for the use of those who construct and repair 
| night, and would fail to perceive the delicious fragrance of | engines, and not for those who run them. In our lan- 
the atmosphere ona summer morning in the country; | guage we do not know that there is a single book at all 
| whereas a delicate woman would be nauseated by the one, | calculated to meet the wants of that great and most im- 
Not in- 
frequently we hear complaints that many of this class are 
far too ignorant of the principles of the costly machines 
breathed, depending upon early culture, the habits of life, | which are in their charge, and of the very nature and ac- 
inherited organization, or, to state these all in one term, | tion of the steam which works them ; but really they can 
which is now but little used in this couniry with reference | hardly be held much to blame when we see how little has 
to mankind, on ‘‘ breeding.” We of course use the term | been done to provide them with the means of learning. 
‘* well-bred” in a very broad sense, and do not intend it to | Long service on a locomotive in company with men who 














| tween these two extremes there are all grades of perceptive- 
| ness of the purity and impurity of the atmosphere which is 











imply any of the artificial distinctions which ‘‘ society” | 
gives it. The kind of ‘ well-bred” referred to can be found | 
in the farm-houses among the hills of New Hamshire and | 
the valleys of Pennsylvania, as well as on Fifth avenue or | 
Beacon street. They can be seen handling throttle-levers | 
and pushing jack-planes, and it is to be regretted, but nev- | 
ertheless true, that 1t is not safe to infer that the wearers | 
of kid gloves and other fine raiment belong to this class. 

Tn considering the subject of car-ventilation, then, we 
must not lose sight of the fact that it is only a compara- | 
tively small class of people whose minds, morals and | 
senses are educated or developed sufficiently to appreciate | 
the value and the luxury of pureair. This must be kept | 
in mind as one of the elements of the problem, and good | 
| ventilation must be accomplished usually not with the aid 
: | and co-operation of the public, but either entirely without 
Advertisements.— We wish it distinclly wnderstood that we | it or in face of its opposition. 
will entertain no proposuion to publish anything in this jour- | The elder Mr. Winans, of Baltimore, of late years has 
nal for pay, EXCEPT IN THE ADVERTISING COLUMNS. We give | taken great interest in sanitary matters, and has built sev- 
in our editorial columns ouR Own opinions, and those only, 


and in our news columns present only such matter as we con- eral Blocks of medium-sized houses, with what he none 
sider interesting and important to our readers. Those who ceived to be the best appliances for thorough ventilation. 
wish to recommend their inventions, machinery, supplies,| The system of ventilation was so arranged that it was im- 
financial schemes, ete., to our readers can do so fully in our | possible to live in the houses without haviny the air con- 
advertising columns, but it is useless to ask us to recommend | stantly renewed. After they were completed tenants refused 
them editorially, either for money or in consideration of adver- | to occupy them unless the owner would first provide means | 
tising patronage. for closing up the ventilators. Mr. Winans met with ex- 
actly the same difficulty which is encountered when we 
underteke to ventilate a car or a public hall. The popular 
mind is not educated or bred up to appreciate its impor- 
tance. At the rate at which the human race is growing in 
wisdom and intelligence, it will probably be at least a | 
century or more before it will reach a condition of moral 
and intellectual development which will enable the mass to 
distinguish between pure and impure air, and to ‘love 
the one and despise the other.” Recognizing ‘this fact, | 
then, what is the best method to adopt to mitigate the evils | 
of bad ventilation in public places? Obviously the only | 
thing to do is to apply a system of ventilation in such a 
way as to be independent of the control of the indifferent, 
and, as their wishes must be respected, to have it so ar- 
ranged that the apartments will be ventilated so that none 
of the occupants, excepting those who distinguish the 
difference between pure and impure air, will be conscious 
of it. This of course will sometimes require considerable 
ingenuity and skill, but it is, we believe, quite practicable 
in the majority of cases. It might be done in horse-cars 
in a very simple way by taking out the glazed sash which 
covers the ventilators over the doors and substituting one 
with veretian slats inclined upward, as in an ordinary 
blind. By this means the current of air would be 
directed upward and be distributed through the 
car before it came in contact with the passengers. 
They would thus be unconscious of its admission, 
and it would be ir:possible to close the opening entirely 
asis now the case with the present arrangements. The 
sash or frame with the slats might be made to turn as the 
present ones do, or be permanently fixed. In either case 
it would be beyond the power of the lovers of carbonic 
acid and organic odors to exclude cntirely the pure, fresh 
air which is so bountifully provided for our use. 


Contributions.—Subscribers and others will materially as- 
sist us in making our news accurate and complete if they will 
send us early information of events which take place under 
their observation, such as changes in railroad officers, organi- 
zations and changes of companies, the letting, progress and 
completion of contracts for new works or important improve- 
ments of old ones, experiments in the construction of roads 
and machinery and wn their management, particulars as to 
the business of railroads, and suagestions as to its improve- 
ment. Discussions of subjects pertaining to ALL DEPARTMENTS 
of railroad business by men practically acquainted with them 
are. especially desired. Officers will oblige us by forwarding | 
early copies of notices of meetings, elections, appointments, 
and especially annual reports, some notice of all of which will 
be published. 














VENTILATING HORSE CARS. 





The New York World has recently discoursed on this 
subject in this wise: 

“Every railway car and ferryboat bears its freight of semi- 
asphyxiated humanity, in whose estimation an open ventila- 
tor is a device of the enemy and a steam heat of ninety de- 
grees Fahrenheit the crowning glory of modern civilization. * * 
To see our fellow citizen at the acme of his suicidal enjoyment, 
one must risk the peril of a passage in a city car at this time 
of year. * * * If the — reader be of a physiological 
turn of mind he will probably reflect that the forty-three pairs 
of lungs contained in this Black Hole on wheels require for 
the healthful performance of respiration more than 700 cubic 
feet of fresh air per minute, and the instinct.of self-preserva- 
tion will induce him to examine what provision is made for 
this needed supply of oxygen. He notices doubtless around 
the top of the car and above the doorways sundry very small 
oa intended for ventilation, but these are all closed, and 
if at his appeal the conductor ventures to open two or three of 
them a dozen hands are raised to shut them again immediately 
afterwards. Heavier and fouler grows the air as the journey 
proceeds, the only relief from impending suffocation being | 


obtained by casual gasps when the rear door is opened for a 
moment. 


“ This is no imaginative sketch, but an experience which 


may be realized by any one thereto inclined on almost any 
afternoon.” 


We can confirm the truth of these statements, and be- 
lieve the phenomena described can be observed at any 
time in cold weather in any populous town or city in the 
country. The reason for it is not very hard to find. It 
is simply the general ignorance which prevails regarding 
the importance of breathing pureair. In a very vague 
aud in¢éetinite way the mass of people, perhaps, think that 
there may be such a thing as unwholesome air. but in a 
practical sense they cannot be made to understand that it | 
is materially contaminated by their own breath or that of | 
their friends or neighbors. 

If we think carefully of it we find that an appreciation of | 
the value and luxury of all kinds of personal cleanliness| The Board of Health in New York has several times at- 
is the result of that kind of culture which in a general way | tempted to compel the railroad companies to provide bet- 
we call * civilization,” and the degree to which this sense ter means of ventilation. The plans proposed have, so far 
is cultivated is a tolerably sure indication of what Ruskin | as we know, been rather cumbersome and complicated, and 
calls ‘ fineness of pa'ure.” The Russian serf never thinks | o{ rather doubtful utility. Ifit could be induced to enforce 
of cleansing his sheepskin coat, nor the American Indian | the very simple plan proposed of substituting open 
of washing bis blanket. Among coal-heavers and other | slats for the glass at each end of the car, it would, 
laborers the habit of daily ablutions is far from univ-1sal, | we believe, be very effective, and would, on aecount of its 
whereas among skilled mechanics its omission would be | cheapness, be adopted by railroad companies without much 


remarked. In the backwoods a traveler would be rezird- | objection; whereas if any more expensive plan is proposed, 
e 

















understand its management finally makes very skillful en- 
ginemer ; and nothing but such service, of course, can 
ever fit a man to take charge of a locomotive. But this 
does not alter the fact that a man may work long on a ma- 
chine and yet not understand its working, and be unable 
to escape from some accident in emergency because of his 
lack of knowledge, and just such knowledge as could be 
obtained by study, especially in connection with expe- 
rience. And it is certainly true that this knowledge of the 
principles and operation of an engine could be much 
more rapidly learned from a book with the engine than 
trom the eagine alone, where such knowledge is usually 
slowly absorbed, as it were, and indeed not found at all or 
very imperfectly if the men with whom the candidate for 


| the position of runner serves are not well qualified und 
| with some aptness for teaching as well as for running lo- 
| comotives. 


To supply, or do something toward supplying, this lack 
of a text-book for locomotive runners which seems to us 


| so serious, we are preparing for publication in these col- 
|umns during the first half of 1874a ‘‘ Catechism of the 


Locomotive.” The basis of this treatise is a Gerinan work 
of the same name, written by Prof. George Kosak, who is 
one of the Commissioners appointed by the Austrian Gov- 
ernment for the examination of enginemen in that country, 
where such examination is required by law before any man 
can be entrusted with the charge of a locomotive. This 
work, as its name implies, is in the form of question and 
answer, and has .been made as simple as possible, and to 
cover little more than just so much information as is 
or should be indispensable to every man who runs a loco- 
motive. Details of construction and of the movemenis of 
parts of the machinery are made clear by the help of en- 
gravings, and any intelligent man or youth who has the 
rudiments of a common-school education will be able to 
understand it without severe study. 

The work in the original contains 128 questions, with 
answers varyivg in length from a few lines to several 
pages. The nature and scope of the work are very well 
shown by these questions, of which the following are speci- 
mens: No. 1. ‘* What is steam?” No. 7. ‘* How does the 
steam in the boiler become dangerous?” No. 13. ‘* What 
is the relation between the performance of the steam and 
the amount of heating surface and the quantity of fuel used?” 
—these from the part which treats of the nature of steam 
and the method of using it in running engines. In the 
second part, wuich is entitled, ‘‘ Description of the Loco- 
motive and its Principal Parts,” we find such questions as 
No. 32, ‘‘How are the boiler tubes fastened?” No. 35, 
‘¢ What 1s the relation between the steam space of the boiler 
and that of the cylinder?” No. 39, *‘ How is the injector 
constructed and how does it work?” No. 44, ‘* How can 
the boiler be emptied and cleaned?” No. 59, ‘* What use- 
ful purpose is served by expansion on a locomotive ?” No. 
70, ‘* What is the object of the eccentrics ?” No. 85, ‘‘ How 
great isthe piston speed in the different kinds of loco- 
motives?” And in Part III., which treats of the ‘’ Man- 
agement of Locomotives,” we find answered the questions, 
how to inspect a locomotive before taking it out, how to- 
start and run it, what the locomotive runner must 
attend to during his run, how to fire most 
economically, how to come into a __ station 
and what to attend to when stopping there, how to clean: 
the locomotive and put in order, etc. Part IV. treats of 
the accidents to which the locomotive is liable and the pre- 
cautions to be taken to avoid or remedy them, and gives 
instructions as to what is to be done in case a spring breaks, 
a fine bursts, the feed-pump fails, a valve-rod breaks, the 
valve-gear gets out of order, the piston head gets loose, an. 
axle breaks, a coupling pulls out, the throttle-valve fails to 
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work, the engine slips, or the boiler primes, and many 
other things of the kind. 

It is the two last-named parts, perhaps, which will be 
most useful, at least to beginners, for the reason that there 
is now absolutely nothing which will give the learner any 


Greenfield by way of the Deerfield and Hoosac valleys to the 
New York State line, there to connect with a railroad to Troy, 
N.Y. The capital stock of this company was to be $3,500,000, 
and the road was to be located in two years and 
completed in seven, The company was organized at once, 


instruction on running a locomotive and providing against | but found much difficulty in securing means, and work on the 


such accidents as may occur during the trip. No amount 


of study, to be sure, can give him skill in this the chief | 


purt of his practical work, but such instructions as this 
book gives may at least mark out for him what he mu-t 
learn, put him on the right path, and materially help him 
to learn weil and quickly. 





road was not commenced until January, 1852, and even then 
| but little was done. Finally an attempt was made to secure 
| State aid. This failed twice, but in 1854 an act was passed 
| loaning the credit of the State to the Troy & Greenfield Com- 
| pany to the amount of $2,000,000. The act, however, provided 
that $600,000 must be subscribed to the company’s stock and 


And while this information will | 20 per cent. thereof paid in, and that seven miles of road must 


be most valuable to beginners, it will not be useless to ex- | be completed and 1,000 feet of the tunnel excavated before 


perienced men. 


the State made the first payment of $100,000. The balance of 


In presenting this to American readers, we purpose to , the State aid was to be paid in installments as each 1,000 feet 


make it essentially an American book, changing it freely, 
re-writing and adding to it to suit American practice and 
American locomotives. Toe engravings will be all new 
.nd illustrative of the locomotives and arrangement of 
parts used in this country, and the instructions concerning 
rupning them will be in accordance with American prac- 
tice. We hope to make it such a work as will be ascept- 
able to railroad men outside of the locomotive department, 


| of the tunnel and each section of the road were completed. 
| These conditions the company was unable to comply with, for, 
| though the Legislature passed a subsequent act authorizing 
| towns to subscribe to the stock, the necessary amount could 
| not be raised. A contract was made with E. W. Serrell & Co 
| in 1855, and another in 1856, the contractors agreeing to exca- 
| vate the tunnel for $3,500,000, $440,000 of that amount to be in 

stock. Both of these contracts fell through, on account of the 
company’s failure to r aise the funds needed. 





1 


nearly all of whom would like to know something of the In 1856 a contract was made with Herman Haupt & Co., to 
working of the great ma hine which serves as the founda- | build the tunnel for the State grant of $2,000,000, the com- 
tion of the busiuess in which they are engaged, while all | Pany’s bonds for $900,000, stock to the amount of $598,000, and 
° in from this little treatise, without any considerable | $382,000 in cash—$3,880,000 in all. Under this contract work 
— = : ‘ : - | was commenced, and by May 1, 1857, a heading had been car- 
expenditure of time ue effort, a knowledge of its construction | ried in @21 feet from the cast end snd another 195 feet from 
aud working, and of the duties of those who run it. | the west end, 806 feet in all. An attempt was made in this 

esau? mamas year to secure a modification in the terms of the State grant, 
Defaults on Coupons Due in December. | but it failed. In 1858 a newcontract was made with Haupt 








a drain pipe two feet below the floor, and that to the west end 
by a drain two feet square, covered by flat stones. 

The whole length of the tunnel is 25,031 feet, or very nearly 
4% miles. The grade rises uniformly 26.4 feet to the mile 
from each end to the central shaft, which is 12,837 feet from 
the east end and 12,194 feet from the west end. In solid rock 
the tunnél is 24 feet wide and 20 feet high, and where arching 
is required it is 26 feet wide and from 23 to 26 feet high. The 
central shaft, built partly to expedite the work and partly to 
ventilate the tunnel, is elliptical in form, the longer diameter 
being 27 feet and the shorter 15 feet. This shaft, which is in 
a valley between the two summits of the mountain, is 1,028 
feet in depth. 

Since the commencement of the Shanly contract the engi- 
neering work has been in charge of Mr. Benjamin D. Frost, 
State Engineer. Mr. A. W. Locke is Engineer in charge at 
the east end and Mr. C. O. Wederkinch at the central shaft. 

The aggregate amount expended thus far is about $10,- 
145,000, and the completion of the tunnel tracks and ap- 
proaches will, it is estimated, cost over $2,000,000 more. 

The question of cx tions is not yet settled. Last year 
two principal plans were before the Legislature, one propos- 
ing that the State should retain possession of the Troy & 
Greenfield road and the tunnel, and the other plan providing 
for a conaolidation of the Boston & Lowell, Fitchburg, Ver- 
mont & Massachusetts, Troy & Greenfield and Troy & Boston 
roads under one corporation. Other plans were proposed, 
but these were the two which mainly divided the Legislature, 
and the subject was finally postponed till next year. The 
road on both sides of the tunnel is in operation, and only the 
connection through is required to complete it. 











The Proposed Detroit Bridge. 








caaentd & Co., the price being $4,000,000, $2,000,000 to be paid in State 

So far as we have yet leaned, the defaults mide this | bonds, $400,000 in the a bonds, = ~Y pe ste in 
‘or the first time are confined to seven issues, two | ©®8h and stock. By Sept.1of that year 1,291 feet of the tun- 

en. Le These are the | nel had been excavated. Up to 1862 the work proceeded slowly. 


ic y é 8 i 0. ° s s 
of thick were eamenmaes acme Gee ag | In that year, after along legislative contest, it was resolved 


following: Int, due | that the State should take possession of the Troy & Greenfield | 
nemet. —s | road and the tunnel under the various mortgages given by the 

Chicago, Clinton & Dubuque 8s........... 1,500, y ‘ ' | 

Chime, Dubuque & Minnesota &8.....-.. 4,350,000 174,000 | pe ge ire pages on ere oe yrange + wera ng | 

Toledo, Peoria & Warsaw— and the property was turned over e State in September, | 

a t © --+s-secccescccee a — 1862, a board of commissioners having been appointed to take | 

Kansas City, St. Joseph & Council Bluffs— : i | charge. At that time the east heading had been driven in 2,400 | 
St. Joseph & Council _—_ COnV. 88..... P pongo 21,000 | feet and the tunnel enlarged to full size for 2,180 feet; a shaft 
ieount, i oe oy Some inn ’ had been sunk at a point 3,000 feet from the west end, to grade, 
GOld TS. ... ee eeee ee eeeeeeeeeeceeeesseees 396,000 13,860 | 325 feet, and a beading driven from it 50 feet; and at the west 
MgaE a2 8o- sas bcvaatedcvoaadtt $12,759,000 $455,500 | end a heading had been driven in 610 feet. The tunnel, how- 


If we add 9 per cent. on the $135,750 due in gold, we | om, Sa an ae —s — ee 
will have about $467,700 as the currency needed to pay | The State Commissioners, after making careful surveys of 
ae’ 5 ~ | the work and sending an engineer to examine similar works in 
this interest. Compared with the November defaults this | Europe, made a report recommending that the tunnel be exca- 
isa trifle. The defaults of the Kansas City, St. Joseph & | yated to a width of 22 feet at grade and 24 feet at the widest 


Council Bluffs and the Kansas Pacific had been made | part, and a height of 21 feet. The east shaft was found to have 
known some time previously by the failure to pay coupons | been located some feet out of the true line, and it was decided 
of issues previously due, and that of the two Dubuque | to adopt as the line of the tunnel a line passing through the 
roads had been intimated. The last named and the Mis- | east portal and the center of the shaft. This line came out 18 
souri, Kansas & Texas are new lines whose business has | feet north of the old west portal, making necessary the aband- 


not had time to be fairly developed. The part of the latter onment of the old heading and the commehcement of the Work | 


: y F on the west side anew. The Commissioners recommended that 
on which the Tebo & Neosho bonds are secured is perhaps the work be done directly by the State and estimated the 
amount required at about $5,700,000, and the time at 714 years. 


the very best part of the road. The main line of the Tole- 


do, Peoria & Warsaw has been in operation several years, 
but its earnings have always been very light, and a com- 
paratively small decrease of earnings or increase of work- 
ing expenses would at a:most any time have left it unable 
to meet its interest charges. 

Besides these new defaults, we count up six which have 
made default heretofore, some of them two or three times, 
and the aggregate due by these on the Ist instant was 
$294 300. 

December is not a very common month for interest to 
b-come due, but besides the issues on which default is 
made at this time, we count more than fifty on which inter- 
est has been paid, as we suppose. The great trial will 
come*a month later, when an enormous amount, from a 
great number of companies, will become due. 








The Hoosac Tunnel. 





The headings from the west end and from the central shaft 
met November 27, an opening being thusmade from one end of 
the tunnel to the other. Mucb work still remains to be done 
in enlarging the tunnel to its full size and arching it where 


necessary, but there is no longer any doubt that the work will. 


be completed by the contract time, September 4, 1874, and it 
is not impossible that trains may pass through much sooner. 
Thus at last is approaching the completion of a work first pro- 
jected nearly fifty years ago, and actually commeneed in 1856. 

The first proposition for a tunnel through the Hoosac Moun- 
tain was made in 1825, when a commission was appointed by 
the Legislature of Massachusetts to consider the question of 
connecting Boston with the Hudson River bya canal. This 
commission recommended the route by the Deerfield and Hoo- 
sac Rivers and a tunnel through the Hoosac Mountain. No 
action, however, was ever taken on this project. Subsequently 
this ronte was again brought up, when it was proposed to con- 
nect Boston with the Hudson by a railroad instead of a canal. 
The advocates of the more southern route over the mountains 
prevailed, however, and the Western (now the Boston & Alba- 
ny) road was built on this route. 

In 1845 the Fitchburg Railroad was completed from Boston 
to Fitchburg, and shortly afterwards the Vermont & Massa- 
chusetts road was opened from Fitchburg to Greenfield. The 
tunnel project was then revived, and in 1848 the Troy & Green- 
field Railroad Company was chartered to build a railroad from 





The Legislature approved the recommendations and appropri- 
ated $3,800,000, in addition to former appropriations, to com- 
plete the work. Under this arrangement work continued un- 
til 1867. During this time considerable advances had been 
made; some 7,500 feet had been excavated, a dam had been 
built across the Deerfield River to furnish power, air 
compressors put up and drills worked by compressed air in- | 
troduced into the tunnel. The use of nitro-glycerine had 
also been introduced. Work on the central shaft, however. | 


had been seriously impeded by an explosion resulting from | 
the use of naphthaline in lighting the shaft, by which several 
men were killed, the buildings at the mouth of the shaft de- | 
stroyed, and other damage done. Much difficulty had been | 
experienced in the west heading from what was known as | 
“demoralized rock,” a disintegrated mica schist, which when 
exposed to air and water was almost as troublesome as a quick- 


Mr. B. H. Latrobe, who had been appointed Consulting En- 
gineer, had strongly recommended finishing the work by con- 
tract, and the Legislature finally resolved in 1868 that the work 


The War Department having appointed a board of engineers 
| to report upon the project of a railroad bridge over the De- 
| troit River at Detroit, protest has been made by vessel-owners. 
| The chief supporters of the project, of course, are the Michi- 
| gan Central and other roads which have termini in or opposite 
to Detroit, to which an improvement in the means of crossing 
| the river is almost a matter of life and death. Mr. James F. 
Joy, President of the Michigan Central, has written a letter to 
this Board ot Engineers, which is a remarkably forcible pre- 
sentation of the arguments in favor of the bridge. 

Speaking first of the capital invested ia the railroads which 
| need the bridge compared with that in the lake marine which 
objects to it, Mr. Joy shows that the railroads represent a capi- 
| tal of about $100,000,000, while that of all the shipping on the 
Great Lakes is not more than $50,000,000. The disadvantage 
of the delays to the traffic over these railroads incident to an 
uncertain crossing like that between Detroit and Windsor is 
illustrated by the interruptions, lasting about four weeks, on 
the New York Central in 1865 at Rochester, caused by floods 
in the Genesee River, which, Mr. Joy estimates, occasioned 
damage, direct or indirect, equal to the entire cost of such a 
| line as the New York Central then was. He thus concludes 
that the bridge is of great importance to the community 
which uses the railroads as well as to the railroads themselves. 
He then considers the effect upon navigation of a bridge 
with one draw having two openings 166 feet wide each. (The 

roposed bridge is to have two draws.) As vessels are always 
taken up by tugs, he concludes that in this direction the only 
objection to the bridge would be the necessity of waiting a 


| few minutes until the draw should be open. There being 


openings on each side of the draw pier, there would be no oc- 
casion for tows to meet in the draw. In going down there 
need be no obstruction if the draw is open, but if not, the tow, 
if it could not be stopped in time, might be compelled to 
round to and start downward again, losing thus at the most 
not more than 20 minutes. This he says would be the whole 
extentof the damage to navigation. The vessel-owners say 
that on an average one vessel passes Detroit every six min- 


| utes during the seasonof navigation, but they rsually pass in 
| tows of from four to six, which would reduce the average 


number of passages to one in about half an hour. It is esti- 
mated that it would be necessary to close the draw about 
thirty times a day, and ten minutes each time, for the passage 
of trains, thus requiring five hours of each twenty-four, and 
this at fixed times of the day, which the tug officers would 


tow in fifty would be required to round to or slack up. The 
practicability of a draw in a crowded channel is illustrated by 
the experience of the Chicago & Alton and the Fort Wayne 
roads, the trains of both of which entering Chicago all 


Sa know beforehand, and Mr. Joy thinks that not more than one 
sand. 


should be let, provided the contractors would agree to com- 
plete it in seven years and for less than $5,000,000. Twelve | 
bids were offered, and the contract was finally let to Walter and 
Francis Shanly, of Canada, they agreeing to complete the tun- 
nel by March 1, 1874, for $4,623,069. At this time the east head- | 
ing had been advanced 5,282 feet, the west heading 4,056 teet, 
and the central shaft had been sunk 583 feet, leaving the shaft 
to be sunk 457 feet and 15,693 feet of tunnel to be excavated. | 

Under this contract work was actually commenced in March, | 
1869, and proceeded steadily. The central shaft was sunk to | 
grade in August, 1870, and headings started from it in both 





| pass over a single-track bridge over the Chicago River; and 


in 1868, when there was hardly half so many trains passing as 
now, this draw was opened 16,984 times within eight months, 
and let through 43,735 yessels, being one opening on the 
average in twenty minutes, and one vessel in seven or eight ; 
and Mr. Joy might have added that there is comparatively 
little movement of vessels in the Chicago River at night, but 
perhaps quite as much by night as by day in the Detroi* 
River. 

Mr, Joy argues the case for the city of Detroit more forci- 
bly, perhaps, than for the railroads; for the latter could be 





directions. In 1871 much delay was caused by water in the made, at considerable disadvantage, and to the ruin of the 
heading west from the central shaft, and powerful pumps had | Canadian lines, to find an outlet south of Lake Erie, which 
to be set up to keep the workings clear. No marked event took | would make Detroit a dwelling place of bats and owls. But 
place until December 12, 1872, when the east heading and the | without any diversion by the railroads now entering Detroit 
heading eastward from the central shaft met. As a proof of | from the west, Mr. Joy shows that the Flint & Pere Marquette, 
the care with which the alignment was made, it is stated that with its line from Saginaw to Toledo, the Lake Shore with its 
the two lines, that from the east end and that trom the central | branches to Jackson, to Lansing and to Grand Rapids, and 
shaft, varied only by 5-16 of an inch. | the Pennsylvania, with its completed line from Fort Wayne 
Since that time progress has been increasingly rapid, until, through Kalamazoo and Grand Rapids to the upper end of 
as stated, the headings finally met November 27. The work | the lower Peninsula and its line begun from Mansfield 
still remaining to be done is the enlargement of the tunnel to | northeast through Coldwater to Lake Michigan, will 
the full size for some distance, the arching of portions of the | be ready and (in case the Detroit roads are unable to supply 
roof now supported by timber and the building of drains. a trustworthy outlet across the river and eastward) able to di- 
The drain from the summit to the east end will be carried by vert the main part of the traffic of the State at once from the 









490 | THE RAILROAD GAZETTE 


[Dec. 6, 1873 








Detroit railroads and Detroit itself. The delays of last win- | 
ter Mr. Joy estimates to have cost the Michigan Central and | 
Great Western railroads as much as $1,000,000, aside from the | 
losses imposed upon shippers. | 

There is hardly a doubt trat the great system of railroads | 
whose traffic now crosses at Detroit must and will get rid of the | 
obstacle in some way. If a bridge is not permittéd and the | 
tunnel, as now appears, would be too long in construction, too 
uncertain of success, and too costly, then the difficulty must | 
be flanked, and the traffic taken south of Lake Erie, which will 
be indirect, or north to Port Huron, where the channel is not | 
liable to be closed by ice, which would be at once indirect and | 
imperfect, a perfectly regular ferry being still much inferior 
to a bridge or tunnel for a very heavy trafiic. 



































































































Record of New Railroad Construction. 


This number of the Ramzoap Gazerre has information of 
the laying of track on new railroads as follows : 

Peachbottom.—Track is laid from Oxford, Pa., west 4 miles 
to Octorara Creek. Corning, Cowanesque & Antrim.—The 
Cowanesque Branch is completed from the junction with the 
main line at Lawrenceville, Pa., westward 12 miles to Elkland. 
Marietta & Pittsburgh._Completed by the laying of track 
from Phillipsburg, O., southward 14 miles to a connection 
with the southern section of the line. Burlington, Cedar 
Rapids & Minnesota.._The Muscatine Division has been ex- 
tended from the recent terminus on the Iowa River westward 
5 miles to Riverside, Iowa. Utah Southern.—Extended west- 
ward 5 miles to Provo, Utah. Bingham Canon.—Extended 6 
miles to the Winamack Smelting Works. Stony Creek.—Track 
is laid from a junction with the North Pennsylvania at Lans- 
dale, Pa., south 10 miles to Norristown. Boston, Barre & | 
Gardner.—Extended from Gardner West Village northwest- 
ward 8 miles to Winchendon, Mass. Mississippi Central.— | 
The Cairo Extension has been completed by the laying of | 
track trom Neville, Ky., north 15 miles to the Ohio River | 
opposite Cairo. 

This is a total of 79 miles of new railroad, making 3,35544 
miles completed in the United States in 1873. 











Erte Canat TraFFic has been unusually brisk during the | 
past season, which, however, was the shortest known—lasting | 
only 188 days. Still the grain shipments were greater than | 
during any other season except 1862. The aggregate of all 
kinds of grain was 50,796,676 bushels in 1873 against 53,258,973 
in 1862. The wheat traffic was more than twice as great this 
year as last, but the corn trade nearly one-third less—14,000,- | 
000 more wheat and 9,000,000 less corn. Flour traffic, which © 
ten years ago formed a large part of the traffic on the canal, 
has now almost disappeared, the shipments amounting to but | 
13,616 barrels this year against 469,792 in 1863. The railroads 
for several years have taken nearly all this traffic, and they 
are not likely to lose it again unless the price of flour becomes 


which are too valuable to take the water route, which will be 
resorted to only when the railroad charges form a considera- 
ble percentage of the price of the article transported, as is 
seen with the grains, the proportion of which carried by rail 
(for export) ix pretty nearly in proportion to the prices per 
hundred weight. Wheat goes largely by rail, and more large- 


exclusively by rail; corn goes chiefly by water, especially when 
the price is low. There cannot have been any very great 
change in the proportion of grains carried by the canal and 
the railroads this year, though the great decrease in lake 
rates has greatly stimulated lake shipments, from which alone 
the canal shipments of grain are derived, but for which the 
railroads also are competitors. 








** OuTsTAYING ONE’s WELCOME” we have all heard of, but we 
are likely to suppose that no one but a very stupid or a very 


have no less a person than a member of the Illinois Legisla- 
ture, who, having been given a pass over the Chicago & Alton 


when the conductor refused to accept it and demanded fare, 
refused and had to be put off the train. Moreover, he threat- 
ened to sue the company for damages, and urged that as the 


This is very much as if a man invited to stay at a neighbor’s 
until that neighbor’s son, due ina few days, should return 
from a journey, should insist on staying there always if the 
son should happen to die before reaching home. 
































CoMPETITION WITH OXEN is what the Great Southern Railway 
of Buenos Ayres has to meet, and finds really formidable. At 
a meeting of the company in London, on the 13th of Novem- 
ber, the chairman mentioned a recent reduction of tariffs 
which he hoped would enable the railroad to overcome this 
opposition, which now carries nearly half the traffic. ‘Our 
competitors, the bullock carts,” said he, ‘‘ have been all along 
a great thorn in our sides, and we hope, as we are now coming 
down in price, we shall be able ultimately to extinguish that 
opposition altogether.” z 







































































Tue Hoosac TUNNEL ALIGNMENT proves to have been very 
accurately made. The measurement of the lines on which 
the two headings were run was completed Sunday, November 
30, and the deviation was found to be excoedingly small. The 
error in alignment was only nine-sixteenths of an inch, and 
that in the level was one inch and a half. In view of the diffi- 
culties experienced in running these lines through the tunnel, 
this result is very creditable to the engineers. 






























































Bigelow & Johnston report $58 to $60 gold for foreign iron and 
$63 to $65 currency for American; $109 to $112 gold for foreign 
steel and $110 to $120 for American. There were no imports 
of iron rails at New York during the month of November, and 
7,187 tons of steel. 












































| C. 8. Ferguson, Lynchburg, Va.; G.T. Pace, W. T. Clark, 


ly when its price is high; flour, we have seen, goes almost | 


sordid person could be guilty of such conduct. But here we | 


General MRailroad Mews. 
CHICAGO RAILROAD NEWS. 
Gilman, Olinton & Springfield. 


For three or four days ea railroad circles, and to some 
extent the general public, have been interested in a scramble 
for the possession and management of this railroad. The 
facts, up to the present time, appear to be that a suit was | 
beought by certain parties in McLean County, Hlinois, against 
the railroad company, and, after hearing the case, Judge Tip- 
ton, of the Circuit Court, appointed as Receivers of the com- | 
any Mr. F. E. Hinckley, President of the Chicago & Paducah, 
The Chicago, Pekin & Southwestern, and the Chicago & Iowa 
companies, and Richard P. Morgan, Jr., late Railroad Com- 








| missioner. Mr. Hinckley went down to Springfield on Thanks- 


giving day and took possession of the general offices there, 
the janitor and clerks not opposing. During the day, however, 
the attorneys for the bondholders of the road, represented by 
Messrs. Morton, Bliss & Co,, sued out of the United States Dis- 
triet Court at rg Judge Treat presiding, a writ of 
injunction, forbidding Hinckley and Morgan from interferins 
with the road. This having been done, ie Receivers retired 
to Bloomington for further orders from Judge Tipton, and 
were there armed with writs of assistance, commanding the 
several county sheriffs through which the Gilman, Clinton & 
Springfield line runs to use all necessary force to install the 
Receivers, and on Saturday, November 29, Mr. Hinckley found 
himself again in yey not only of the general offices at 
Springfield, but of the shops at Clinton and of the employees 
along the line. The case is not ended, however, as it remains 
to be seen what course Judge Treat and the attorneys for the 
bondholders will pursue. 


Tilinois Central. 


The track of the Mississippi Central Railroad has been com- 
pleted to the ferry landing opposite Cairo. During the pres- 
ent week the Columbus packet is to be withdrawn and the cars 
will commence running on through trips from Chicago to New 


| Orleans. The Mississippi Central has some 400 freight cars to 


put on this line, and the new arrangement will be inaugurated | 
with every Ey of success equal to the anticipations of the 
roprietors of this enterprise. A large business is expected 
© be done in the shipping of “rain, pork, bacon, etc., to the | 


| South, while a new impetus willalso be given to the northward | 
| shipment of products peculiar to the South. 


Chicago & Iowa. 


The train which has heretoiore departed from this city on 


| Sunday afternoon has been withdrawn and changed to a Satur- 


day evening train. 








ELECTIONS AND APPOINTMENTS. 


—At the annual meeting of the Washington City, Virginia 
Midland & Great Southern Railroad Company in Lynchburg, | 
Va., November 26, Mr. John 8. Barbour was re-elected President, 
and the old board of directors was re-elected, as follows : W. 
G. Casenove, C. F. Settle, Alexandria, Va.; C. M. Blackford, T. 


Danville, Va.; S. A. Coffin, ckingham County, Va.; E. C. 
Marshall, Fauquier County, Va.; D. F. Slaughter, Culpepper | 
County, Va.; W. D. Hart, Albemarle County, Va.; R. A. Cog- 
hill, Amherst County, Va.; W. E. Sims, Pittsylvania County, Va. | 


—The new board of directors of the Connecticut Western 


| Railroad C has elected the followi ffi : Presi- 
very much lower than it now is. It is one of the materials | ero a Bm 3 President, Georse i. Bar 


dent, William H. Barnum ; Vice-President, George M. Bar- 
tholomew; Secretary, George L. Frink ; Treasurer, William L. 
Gilbert ; Executive Committee, W. H. Barnum, G. M. Barthol- 
omew, E. T. Butler, N. B. Stevens and A. E. Burr. 


—The new board of directors’ of the Portland & Rochester 
Railroad Company has elected the following officers : Presi- 
dent, John Lynch; Vice-President and Managing Director, 
Frederick Robie; Treasurer, W. H. Conant ; Superintendent, 
William H. Turner., 

—At the annual meeting of the North Louisiana & Texas 
Railroad Company at Monroe, La., recently, the following di- 


| rectors were elected: John T. Ludeling, G. C. Waddill, John | 

Ray, W. R. Gordon, Frank Morey, Frank P. Stubbs, Ben. R. | 
| Thomas and W. Q. J. Baker. The board re-elected John F. | 
| Ludeling, President, James F. McGuire Secretary and Treas- | 
| urer, and Major J. W. Green Superintendent. 


—Mr. George Gregg has been appointed Master Mechanic of 


| the Peoria & Rock Island Railroad, in place of Theodore Mo- 
| sher, resigned. 


—Mr. E. D. Nettleton has been appointed General Freight 


| Agent of the Allegheny Valley Railroad. 


| —Mr. 8. E, Allen, General Ticket Agent of the ‘‘ Piedmont | 
| Air Line,” will be General Ticket Agent of the Atlanta & Rich- 
| mond Air Line Railroad also. 


—Mr. H. H. Courtright, heretofore General Freight Agent 


Railroad last winter, ‘‘ good until ten days after the close of | of the Hannibal & St. J “~~ * Railroad, has resigned, to accept | 
the session,” insisted upon riding on it a short time ago, and | the same position on the St. | 
—At a meeting of the directors of the Quincy, Alton & St. | 


Louis, Kansas City & Northern. 


Louis Railroad Company in Quincy, Ill., November 22, W. 8. 
Woods, of Carlisle, Pa., was elected President of the company 
in place of J. B. Alley, resigned. 


N. D. Munson a director to fill a vacancy. 


| —At the annual meeting of the Connecticut Valley Railroad 
| Company in Hartford, Conn., November 


| Foster, Hartford, Conn. : Samuel Babcock, Arthur W. Bacon, 


| Stevens, Cromwell, Conn.; 8. M. Comstock, Center Brook, 


| Conn.; L. Boardman, East Haddam, Conn.; J. ©. Walkley, | 


| Haddam, Conn. The board elected the following officers: 
| President, J. C. Walkley ; Vice-President, L. Boardman ; Sec- 


tary, Levi Woodhouse ; Treasurer, N. Hollister; Superin- | 


re 
| tendent and Chief Engineer, Hiram Fowler ; Attorneys, H. H. 
| and H.§8. Barbour ; Executive Committee, J. C. Walkley, N. 
| Hollister, L. Boardman, F. B. Cooley and Samuel Baboock’ 
Pacific Railroad for the past year and a half, has been appointed 
| Superintendent of the Lake Superior & Mississi i Railroad, 
| which is worked by the Northern Pacific, and Mr. W. H. Shref- 
| fler, a telegraph operator ou the Northern Pacific for the past 
| three years, has been appointed Train Dispatcher in place of 
| Major Smith. 

—Mr. John P. Fowler has been appointed Superintendent of 
the org Division of the Atlantic & Pacific Telegraph, to 
succeed Mr. F. G. Beach, who goes to Cleveland as Superin- 
tendent of the line. 

—Mr. J. H. Laurence has been ap inted General Freight 
| and Ticket Agent of the St. Paul, Stillwater and Taylor’s Falls 

Railroad Company. 

—Mr. D. W. Keyes has been appointed Auditor of the Mil- 
waukee & Northern Railroad. 

—Mr. 8. 8. Eastwood has been appointed Treasurer of the 
Louisville, Cincinnati & —_—— Railroad Company, in place 
of R. H. Courtney, resigned. Mr. H. L. Jones is Docrsteny and 
Genera) Accountant. 


—Mr. John Mulford has been appointed General Eastern 





| —Mr. 
of the Detroit, Lansing & Lake 


| has resigned. Mr. 


B. F. Schofield, of Carthage, | 
Legislature when 1tjended its labors last spring agreed to meet | Ill., was chosen Vice-President, Frank Talbot, Treasurer, and | 


again next January, therefore the “session” has not yet closed. | 


25, the following | 
directors were chosen: George Beach, N. Hollister, F. B. | 
| Cooley, Elisha T. Smith, Joseph 8S. Woodruff, Frederick R. | 


| Middletown, Conn. ; Oliver H. Clark, Chester, Conn. ; Elisha | 


—Maj. George H. Smith, Train Dispatcher of the Northern | 


| Freight Agent of the Great Western Railway of Canada, with 
| headquarters in New York. 


J. E. Howard has been epee’ Assistant Treasurer 
ichigan Railroad Company, 
—Mr, T. B. Sargeant, General Superintendent of the Detroit 


| & so Railroad, has assumed the duties of General Freight 


and Ticket Agent also, in place of J. W. Bromley, resigned, 
Mr. D. A. Waterman, heretofore Auditor, will hereafter be Pay- 
master also. 


—Mr. J. L. Farlow, of Boston, Mass., has been chosen Pres- 
ident of the Cincinnati, Sandusky & Cleveland Railroad Com- 

any, in place of R. R. Sloane, removed. Mr. W. Wilshire, of 
Jincinnati, has been chosen Vice-President, George T. Bene- 
dict, General Manager, and J.,L. Moore, Treasurer. 


—The following changes took place in the Operating Depart - 
ment of the Toledo, Wabash & Western Railway, December 1, 
and are announced in a circular from the Vice-President: 

The Ohio and Indiana divisions and the Lafayette, Muncie & 
Bloomington road will be operated together as the Eastern 
Division. C. W. Bradley, now Superintendent of the Indiana 
Division, is appointed Assistant Superintendent in charge of 
Eastern Division, with office at Toledo, 0. 

The Illinois and St. Louis divisions with the Pekin, Lincoln 
& Decatur and Hannibal & Naples roads will constitute the 
Western Division. Mr. R. Andrews is appointed Assistant 
Superintendent in charge of Western Division, with office at 
Springfield, Ill. 

The Road Departmenl on each division isin charge of the 
Assistant Superintendent. Mr. R. Andrews remains Chief En- 
gineer and will have charge of all important constructions. 

Mr. G. W. Cushing, Superintendent of Machinery, will 
remain in charge of the Machinery Department, with office 
at Fort Wayne, Ind. The office-of Division “Master Me- 
chanic is abolished. 


— It is reported that Mr. J. P. Isley, of Philadelphia, will 
shortly succeed Mr. Russell as President of the Lake Superior 
& Mississippi Railroad Company. It is also reported that Mr. 
Judson Rice, now Assistant Superintendent of the St. Paul & 
Pacific, will be Superintendent of the road. 

— The Gulf, Colorado & Santa Fe Railroad Company was 
organized at Galveston, Tex., November 26, by the election of 
the following officers: President, Albert Somerville; Vice- 


| President, M. Kopperl; Secretary, C. R. Hughes, Treasurer, 


George Sealy. 
—Mr. W. R. Gordon has been appointed Engineer and 


| Superintendent of the North Louisiana & Texas Railroad, in 
| place of J. W. Green, who has resigned. His office is at Mon- 


roe, La. 

—Mr. Russell Sage has been chosen President of the Pacific 
Mail Steamship Company in place of Captain Bradbury, who 
ufus Hatch is now Vice-President and 
Managing Director, and will have immediate charge of the 


| business of the company. 








TRAFFIC AND EARNINGS. 





—The earnings of the Washington City, Virginia Midland 


| & Great Southern Railroad for the year ending September 
| 80, 1873, were: 


Earnings ($3,254 per mile) ............cceeee s0+  ccccccce $953,432.51 
Expenses (625¢ per cent.) ... ..... -cccsccccceccesce secsce 007,221.96 
Net earnings ($1,216 per mile) ..............-..-e0e. $356,211.25 


—The earnings of the Denver & Rio Grande Railway (main 
line, 118 miles) for the third week in November were: 1873, 
poceenget, $4,604.35; freight, $2,804.24; total, $7,408.59; total, 

872, $8,530.97; decrease, $1,122.38, or 1814 per cent. 

—The earnings of the Great Western Raitway of Canada for 
the week ending November 8 were: 1873, £24,072; 1872, 
£26,718; decrease, £2,646, or 974 per cent. 

—The earnings of the Grand Trunk Railway of Canada for 
the week «nding November 8 were: 1873, £46,000; 1872, £39,100; 


| increase, £6,900, or 175% per cent. 


—The earnings of the Kansas Pacific Railway for the second 
week in November were: passenger, $31,432.69; freight, 
$40,573.98; mails, $2,055.31; total, $74,061.68. Of this amount, 
$7,616.34 was for transportation of troops, mails and govern- 
ment freight. e 


—The earnings of the Panama Railroad for the month of 


| October were :~1873, $112,915; 1872, $148,000; decrease, $35,085, 


or 23% per cent. 
—The earnings of the Columbus, Chicago & Indiana Central 


| Railroad for the month of September were : 1873, vocomngess, 
-08 ; 


$113,117.01; freight, $318,987.39; miscellaneous, $15,17 
totel, $447,275.48 ; 1872, total, $386,120.73; increase, $61,154.75, 
or 15% per cent. 


—The earnings of the Erie Railway for the third week in 


| November were: 1873, $365,355; 1872, $420,465; decrease, 


$55,110, or 1344 per cent. 
—The earnings of the Kansas Pacific Railway for the third 


| week in November were: passengers, $30,471.91; freight, 


$36,365.79; mails, $2,055.31; total, $68,893.01. Of this amount, 
$13,104.29 was for transportation of troops, mails and govern- 
ment freight. 


—The earnings and expenses of the Northern Central Rail 
way for the ten months ending October 31 were as follows : 
1872. Increase. Per cent. 
$3,712,898 20 $520,538 25 14 
2,901,010 40 221,356 79 1% 


Net earnings. $1,111,069 ‘26 $811,887 80 $299,181 46 36% 


Thé expenses were 7% per cent. of earnings in 1873, and 
7844 per cent. in 1872. ‘he gross earnings were $11,856 per 
mile in 1873, and $10,400 in 1872. 

—The receipts of grain at Buffalo for the eleven months 
ending November 30 were as follows, flour being reduced to 
-bushels of wheat: by Lake and Grand Trunk Railway, 
1873, 70,592,680 bushels ; 1872, 62,037,018 bushels; increase, 
8,555,662 bushels, or 1334 per cent. y Lake Shore & Michi- 
| gan Southern Railway, 1873, 27,789,000 bushels; 1872, 27,508,955 
| bushels ; increase, 280,045 bushels, or 1 per cent. 

—The eg ot grain eastward from Buffalo for the eleven 
| months ending November 30 were: by rail, 1873, 28,051,915 
bushels; 1872, 27,887,457 bushels ; increase, 164,458 bushels, 
| or 9-16 per cént. By canal, 1873, 51,319,268 bushels ; 1872, 
48,733,235 bushels ; increase, 2,586,033 bushels, or 5% per cent. 
| In the canal shipments there was an increase in wheat of 
| about 13,500,000 bushels, and a decrease in corn of about 
| 9,140,000 bushels. 
| —The receipts for canal tolls on the Erie Canal at Buffalo 
| for the season up to November 30 were : 1873, $1,415,492.27 ; 

1872, $1,415,959.83 ; decrease, $467.56. The number of boats 
cleared in 1873 was 9,058 and in 1872, 8,658, an inerease of 400 
boats, or 45% per cent. 


1873. 
Gross earnings $4,233,436 45 
Expenses........ 3,122,367 19 











PERSONAL. 





_ —Mr. Q. A. Stephenson has resigned his position as Super- 
intendent of Telegraph and Train Master on the Peoria, Pekin 
& Jacksonville Railroad, and will engage in private business. 

| —Major George C. Hopper, lately Superintendent of the 
| Jackson, Lansing & Saginaw and now Paymaster of the Mich- 
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igan Central, was presented with a purse of $600 at inaw 
City, Mich., November 22, by the employees of the Jackson, 
Lansing & Saginaw. 

—It is reported that Mr. O. S. Lyford has resigned as Gen- 
eral Superintendent of the Hannibal & St. Joseph Railroad. 

—Mr. Jacob W. Hyman, Depot Master of the Philadelphia 
& Erie and Northern Central roads at Williamsport, Pa., died 
of apoplexy of the heart, November 22. Mr. Hyman had held 
his position for ten years past and was well known to railroad 
men and travellers generally. 

—Mr. H. C. Wicker has resigned his ition as General 
Freight Agent of the St. Louis, Kansas City & Northern Rail- 
way and will remove to New York. Before leaving St. Louis 
Mr. Wicker was poomnien with a set of silver and a cane by 
friends and employes ot his department. 


—Mr. W. P. McKinley, Superintendent of the Northern Di- 
vision of the New York & Oswego Midland i » has re- 
signed his position. Mr. McKinley has been connected with 
the road for four years past. 

—Mr. Henry Sigourney, of Boston, a director of the Nashua 
& Lowell Railroad Company, was drowned by the sinking of 
the steamer Ville du Havre, November 27. 

—Mr. Willis Phelps, President of the eet, Athol & 
Northvastern Railroad Company and one of the heaviest rail- 
road contractors in New England or the country, has sued the 
a Republican for libel, laying his damages at $200,- 

» that paper having called Mr. Phelps such pet names as 
the ‘‘ Boss Tweed of Springfield,” and ‘‘a public robber and 
public corrupter.” 

—Col. Chas. L. Schlatter, recently appointed General Super- 
intendent of the Brunswick & — ilroad, has been con- 
nected with the road since it was firs projected, some 18 years 
ago. Since the actual construction was commenced, he has 
been Chief Engineer. 

—Mr. H. W. Weed, General Freight Agent of the New York 
& Oswego Midland Railroad, has tendered his resignation, to 
take effect December 1. 
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ANNUAL REPORTS- 





Old Colony. 


This company operates a road, or rather system of roads, 
which carries near. y all the traffic of that portion of Massa- 
causetts lying south of Boston and east of the Boston & Prov- 
idence road, the only line not owned or controlled by it in 
that section being the New Bedford and the Taunton Branch 
roads. The lines worked are the main line from Boston to 
Newport, R. I., 6734 miles; a line from South Braintree to 
Plymouth, 26 miles; a line from South Braintree, by way of 
Middleboro, back to the main line at Somerset Junction, 3744 
miles; a branch from South Abington to Bridgewater, 7 miles; 
the Milton Branch, 344 miles; the Shawmut Branch, 234 miles; 
the Easton Branch, 14% miles; the Granite Branch, 5 miles; the 
Cape Cod Division from Middleboro to Provincetown, 8714 
miles, with its two branches, from Cohassett Narrows to 
Wood’s Hole, 1744, and from Yarmouth to Hyannis, 5 miles; 
making in all 260% miles of road operated. The last 16 miles 
ot the Cape Cod line from Wellfleet to Provincetown were not 
opened tili July. The company owns a large part of the stock 
of the South Shore and Duxbury & Cohasset companies, which, 
however, have separate organizations and report their earn- 
ings separately. The consolidation with the ey Cod Rail- 
road was not completed until September 30, 1872. 

The earnings and expenses for the year ending September 
30, 1873, as compared with the previous year were as follows, 
the earnings of the Cape Cod road being incl uded in 1872 for 
purposes of comparison : 





Earnings. “ 1873. 1872. 
PaSSCDgers......seseee coseeee+$1,431,707.76 $1,141,832.43 
EME Shas. accaciucrcaenessnt 774,752.85 644, 67. 
EXPTresSeB.... sccccccccccccccecs 74,781,67 62,960.41 
Rents........ Ceeerccccccvcccccce 24,941. 26,385.86 
MBs vccccce.cccccce cvccccesese 28,459,33 15,327.01 
Extra baggage.... 0.0. s.seeeees S55 0—“‘i—sCs(t wwe 
Miscellaneous........ .sssseeee- 39.933.54 6,764.48 
Cape Cod Railroad earnings..... eee 321,793,38 

Total earnings........... $2,377,251.82 $2,219,236.47 
The expenses were: 
Passenger department.... ..... 239,712.58 186,907.23 
Merchandise department....... 240,398.37 200,431.57 
Locomotive department...... . 451,675.80 310,418.47 
Maintenance of Way.......+..+ 387,166.73 302,965.08 
General expenses........ ° 170,917.98 144,755.69 
Miscellaneous expenses... 86,144 13 57,265.28 
State and local taxes.......... ° 89,197.44 64,445.23 
Cape Cod Railroad expemses.... —«... 0s ° 235,160.83 
Total expenses ..........-$1,665,283.03 $1,502,349.38 
Net earnings.......... $712,038.79 $716,887.09 
Interest. ..cccsccece coccccccccce 233,433.16 obeeccenes 
Balance...cccscoe coos cove $478,605.63 


This shows an increase of $158,015.35, or 7% per cent. in 
gross earnings and a decrease of $4,848.30, or 0% per cent. in 
net earnings._ The expenses were 704% per cent. of the gross 
earnings, the latter being at the rate of $9,586 per mile. 

The large increase in expenses is due partly to additional 
mileage of trains and partly to an increase of 62 cents per ton 
in the price of coal used by the company. A coasiderable 
amount has also been expended in building new stations at 
various points. The increase from local passengers on the 
Old Colony Division was $86,000 and from local freight $47,000. 

The number of passengers carried during the year was 


The capital stock and funded debt were as follows at the 
close of the year, and at the close of the previous year : 


1873. 1872. 
Capital stock ..........sceeescees se sees. $6,561,300 $5,100,020 
Old Colony bonds....... oseneguchscunse 2,941,000 2,941,000 
Cape Cod bonds..........seseccccsecree oo SRD —estséhctwcceces 
Provincetown subscription............-- 112,925 = waeseeee 
intentobenen sasobsbhoaneansahion $9,929,225 $8,041,020 


The capital stock is now at the rate of $25,617 and the bonded 

debt $12,495 per mile. The floating debt at the close of the 

ear was $911,886.15. The larger ony of the increase in capi- 
al stock was for the purchase of the Cape Cod road. 


OLD AND NEW ROADS. 
Canada Southern. 


Through passenger trains commenced running on this road 
December 1. One train, leaving Buffalo over the International 
Bridge at 7a. m., runs through to Toledo and Detroit, the 
second train, at 1.25 P. m™., ey only to St. Thomas, Ont. 
In addition to these, two trains daily run from Buffalo to Sus- 
pension Bridge over the Niagara Falls Branch. 


Utah Southern. 


The road is now completed to Provo, Utah, five miles beyond 
the late terminus. Provo is 19 miles south of Lehi, which was 
the end of the road for some time, and 50 miles from Salt Lake 
City. No work will be done beyond Provo this year. 


Bingham Oanon. 


Track laying has been qemgieted to the winter terminus at 
the Winamuck Smelting Works, 16 miles from the junction 
with the Utah Southern at Sandy. The company now has two 
locomotives, four passenger and 38 freight cars, and trains 
will commence runi:ing over the line at once. 
Washington Oity, Virginia Midland & Great Southern. 

At the annual meeting held in Lynchburg, Va., November 
26, the stockholders voted to confirm the action of the direc- 
tors in leasing the section of the Manassas Division from 
es See to Harrisonburg, 51 miles, to the Balti- 
more & Ohio company. 

The bridge over Staunton River on the extension from 
Lynchburg to Danville has been completed, and work is pro- 








ig yond the river. A large quantity of iron is on 
and. 
Central Pacific. : 


The round-house at Rocklin, Cal., was burned on the morn- 
ing of November 27, with nine locomotives and a number of 
cars. 


St. Joseph & Denver City. 

Proceedings in foreclosure were commenced in the United 
States Circuit Court at Topeka, Kan., by the representatives 
of the first-mortgage bondholders. Both mortgages, that on 
the Eastern and that on the Western Division, are to be fore- 
closed. The whole amount of the bonds is $7,000,000, and two 
cou - are unpaid. ‘The case will not come up for trial until 
next June. 


North Carolina. 
The motion for the sale of the stock held by the State of 


offered to lease this road are stated to be as follows: for the 
first two years the lessee is to pay 4 per cent. annum on 
the capital stock of the Vermont & Liedeecennad for the next 
two years 5 per cent., and thereafter 6 per cent. The Vermont 
& Masenahnectte road, which forms part of the direct line 
from Boston to the Hoosac Tunnel, owns a line 56 miles long 


from Fitchb Mass., west to Greenfield, with a branch trom 
Greenfield to er’s Falls, 234 miles, and a branch from 


Grout’s Corners to Brattleboro, Vt., 2134 miles. This last 
branch is now operated by the Central Vermont Company, 
having been leased for 15 years to the Rutland Railroad Com- 
pany. The Vermont & Massachusetts Company has also been 
— the Troy & Greenfield road, from Greenfield to the 
oosac Tunnel, 30 miles, which is owned by the State of Mas- 
sachusette. By the last report the o— stock was $2,860,000, 
and there was a funded debt of $900,000. The annual interest 
on the bonds is $57,500, and at 6 per cent. the dividend on the 
stock would be $171,600, making the whole rent $229,100. 


Richmond & Petersburg. 
The annual meeting was held in Richmond, Va., November 


25. A quorum not being present, the meeting was postponed 
to December 17. 


Harlem River & Portchester. 

This new line, from the Harlem River opposite Second ave- 
nue, New York, to the New York, New ven & Hartford 
road at New Rochelle, was opened for travel November 24. It 
is 124% miles long, and is operated by the New York, New 
Haven & Hartford Gompany as the Harlem River Branch. The 
station buildings along the line are not quite completed, but 
will shortly be in order. 


Gilman. Olinton & Springfield. 

The trustees under the first mortgage, Thomas A. Scott 
and H. J. Jewett, took ession of this road November 26, 
on behalf of the bondholders, and placed Mr. Shepherd, As- 
sistant Superintendent, in charge. In the meantime Col. R. 
P. Morgan, Jr., late Railroad Commissioner, and Mr. F. E. 
Hinckley, President of the Chicago & Paducah and Chicago & 
Iowa companies, had been — Receivers of the road by 
the McLean County Circuit Court. Colonel Morgan, however, 
declined the appointment. Mr. Hinckley gave the necessary 
bonds and at once proceeded to take possession of the offices 
in Springfield. Judge Treat, of the United States District 
Court, subsequently issued an injunction restraining the Re- 
ceiver from interfering with the trustees for the bondholders. 
Mr. Hinckley declined to obey this and was served with a sum- 
mons to appear and show cause why he sheuld not be pun- 
ished for contempt of court. The merits of the case depend 
upon the jurisdiction of the United States and State courts, 
which have ordered contrary things. 


Wallkill Valley. 
The trustees of the second morigage have commenced pro- 
ceedings to foreclose the mortgage, interest not having been 
id on the bonds for some time past. The road is 33 miles 
bee, from Montgomery, N. Y., north by east to Kingston. 


North Pennsylvania. 

Surveys are to be made at once for the extension of the 
Doylestown Branch from Doylestown northeast to the Dela- 
ware River opposite Prallsville, N. J. This extension would 
connect at ville with the extension of the South Branch 


North Carolina in this company to pay accrued interest on { road from Flemington. 


bonds cf the State issued in payment for the stock was ar- 
ed before the United States Circuit Court at Raleigh, N. C., 
ovember 26. Decision was reserved. 


Oaledonia & Sumner. . 

A company has been formed to build a narrow-gauge road 
from Caledonia, Minn., east by south toSumner, on the Chicago, 
Dubuque & Minnesota. The road will be about 12 miles long. 


New York, Kingston & Syracuse. 

This road has now passed into the hands of the Farmers’ 
Loan & Trust Company, of New York, the trustee for the first- 
mortgage bondholders. Mr. E. M. Brigham has immediate 
charge of the road as Receiver. Mr. Brigham took charge of 
the road November 26. Mr. W. B. Litchfield, who has been 
ne yey J the road as lessee, was directed to turn over the 
road to the representative of the trustee by the board of di- 
rectors, but he nevertheless — to make forcible resist- 
ance to the transfer. He was, however, overpowered and 
compelled to submit. 


Atchison, Topeka & Santa Fe. 

This company has been making preparations for winter 
along the line. In many places, instead of building snow 
fences, the expedient has been adopted of cutting side vents 
into the cuts with the expectation that the snow will blow out 
of the cut instead of drifting over the track. 

Utah Northern. 
The iron for the extension from Brigham City, Utah, south- 


ward to Ogden has all been received, and work on the line is | 


progressing rapidly. 
Buffalo & Jamestown. 


A meeting of the directors of this company was held in Buf- 
falo recently to decide what action should be taken in view of 


the abandonment of the Oil Preducers’ Railroad, which was to 


constitute the Pennsylvania end of the line. No action was 
taken, and the meeting adjourned for two weeks. It is under- 
stood that two different plans are proposed. The first is to 
complete the road only to Gowanda, to which point the grad- 
ing isnearly done. The Allegheny Valley Company offers to 
lease the road when it is completed to that ary and to guar- 
antee interest on the stock, including that held by the City of 
Buffalo. In that case, instead of going to Jamestown, theroad 
would be turned southwest and built to a connection with the 








4,256,840, equal to 61,090,330 carried one mile. The number of 
tons of freight carried was 625,251; tons carried one mile, 
16,205,938. Passenger trains ran 880,528 miles, freight trains 
396,972 miles, gravel and other trains 76,974 miles, making the 
total train mileage 1,354,474 miles, an increase of 33,115 miles 
over the preceding year. 

The equipment consists of 38 passenger, 15 freight and 6 | 
switching locomotives; 129 passenger and 24 baggage cars ; 
281 long box, 11 short box, 329 long platform, 12 short plat- 
form, 19 stock, 72 six-wheel stone and 444 coal and gravel cars. 
Four locomotives, 9 passenger and 291 freight cars were built 
or purchased, and 10 locomotives, 25 passenger, 8 baggage, 65 
box, 29 platform, 3 stock and 73 coal and gravel cars were re- 
ceived with the Cape Cod road. Of the cost of new equip- 
ment, $148,000 was carried to construction account. 

The cost of the Provincetown Extension, 16 miles, was 
$304,423.80, to meet which 726 shares of stock were sold to the | 
town ot Provincetown for $135 per share, and 2,000 shares were | 
sold at auction for $221,731.25. The Granite Branch has been | 
extended to the gravel pits in West Quincy ; work has been | 
commenced on the third track between Boston and Quincy, 
and additions have been made to the coal wharves at Som- 
erset, 

Arrangements have been made for the purchase of the Mid- 
dleboro & Taunton road. It has been thought best to take no 
action in the matter of the Fall River bridge until arrange- 
ments are made for a line to Providence. The contract with | 
the Narragansett Steamship pe ye A expires in three years, | 
and some action on the question of steamboat connection with | 
New York is recommended. It is also recommended that the 
directors be authorized to fund in a new loan the bonds 
(nearly $3,000,000) which fall due during the next four years. 


| Rock Island & St. Louis 3%, 22; Stockton & 
| 47; Omaha Bridge 8s, 81. At Berliu the same authority re- 
pers as the closing prices of the week ending November 7: 


Buffalo, Corry & Pittsburgh, now owned by the Allegheny Val- 
ley, thus giving that company a line of its own to Buffalo. On 
the other hand, the people of Jamestown and other places on 
the line offer to raise, includi town bonds, some $330,000 
and it is stated that the Atlantic & Great Western has offered 


| to lease the road as svon as _—— to Jamestown. 


There are now 24 miles of the road completed, from the 
junction with the Buffalo, New xork & Philadelphia, three 
miles from Buffalo, south to Lawton. On 19 miles of road the 
po for three months ending September 30 were $10,870 
and the expenses $8,350. 


_ European Prices of Bonds. 


Frankfort La pew report the following prices November 8, 
during the week ending with that date: United States 5-20s 
of 1867, 100; Alabama & Chattanooga 8s, 25; Cairo & Vin- 
cennes 7s, 653% ; Central Pacific 6s, 70; Chicago, Burlington & 
Quincy ts, 66; Chicago and Southwestern 7s, 65; Grand 
Rapids and Indiana 7s, 86; Kansas Pacific 7s, 51; cregen & 
California 7s, 165 ; Peninsula of Michigan 78,28 ; Rockford, 
pperopolis 8s, 


uth Tacific, 41; and at Amsterdam the i of the 
week ending November 6 : Chicago & Northwestern 7s, 70 for 
Madison Extensions, 69 for Menomonee Extensions, and 64 for 
Winona & St. Peters ; California & Oregon 6s, 49; San Joaquin 
Valley 6s, 5044; Union Pacific 6s, 5744; St. Paul & Pacific 7s, 
20 ; St. Vincent and Brainend Extensions 78, 16; Atlantic, 
Mississippi & Ohio 7s, 39; Missouri, Kansas & Texas 7s, 44%. 


Vermont & Massachusetts. 
The terms on which the Fitchburg Railroad Company has 


Ashtabula, Youngstown & Pittsburgh. 
This company is building its machine and repair shops at 
the Lake Erie terminus of the road at Ashtabula Harbor. 


Oalifornia & Texas Construction Company. 

A memorandum of an agreement between Thomas A. Scott. 
Matthew Baird and John McManus, indorsers of the notes of 
this company, and the holders of those notes, has been present- 
ed to the creditors for approval and, it is stated, has been ac- 
cepted by the largest creditors. It is provided that the paper 
endorsed with these names or any two of them is to be extend- 
ed with like endorsements and with interest at 7 per cent. 
| added, 10 per cent. of the paper to be extended for six months, 
| 10for nine months, 10 for 12 months, 10 for 15 months, 20 per 
| egnt. for 18 months, 20 for 21 months and 20 for 24 months. In 

consideration of this extension, holders of land-grant bonds of 
the Texas & Pacific Railway Company, as collateral for the paper 
| of the Construction —— wg are to be given additional 
| collateral to the amount of the face of the paper in 
| the first-mortgage construction bonds of the Texas & Pa- 
| cific eegee | mpany, at par; and to ail holders of paper 
| without collateral, first-mortgage construction bonds of the 
| Texas & Pacific Railway Company are to be given at the rate 
| of 60 cents on the do for the face of the paper so held. 
| The Construction Compara, or their indorsers, will have the 
right, at any time before the maturity of their notes, or any 
| of them, to anticipate the payment of the same at a rebate of 
| seven per cent. per annum, and they agreed that in any 
| negotiation or exc ange of bonds held as collateral, the pro- 
ceeds shall first be applied to the (~y in full of the notes, 
with interest at seven per cent. from their respective dates. 
Asecond memorandum of agreement between the company 
and holders of unindorsed paper of the company has also been 
issued. The time on this paper will not be extended for less 
than 12,18 and 24 months, with interest at seven per cent., 
new notes to be issued for the value of the third of each note 
or claim for the three extended periods above mentioned. In 
consideration of the extension there will be delivered as 
collateral security for the notes, land-grant bonds of the 
| Texas & Pacific Railway Company at the rate of 50 cents on 
the dollar, the holder to have the ae of purchasing the 
bonds at 60 per cent. any time before the maturity of the 
notes. 
Marietta & Pittsburgh. 

The track on this road is now all laid and trains are running 
over the whole length of the road from Marietta, O., north- 
ward to Canal Dover, 97 miles. The stations on the new 
of the road, north of ——- to which place trains have 
run for over a year, with the stances from Marietta, are as 
follows : Cambridge, 58 miles; Oldham’s, 61; Miller’s, 64; Kim- 
bolton, 68; Post boy, 74; Newcomerstown, 78 ; Glasgow, 81 ; 
Bethel, 83 ; Phillipsburg, 87 ; Yorktown, 91 ; New hiladel- 
| phia, 95 ; Canal Dover Connection is made with the Pitts- 
burgh, Gincinnati & St. Louis at Newcomerstown, the Lake 
| Shore & Tuscarawas Valley at New Philadelphia, and the 
| Tuscarawas Branch of the Cleveland & Pittsburgh at Canal 

Dover. . 


Oorni » Cowansegne & Antrim. 

The Cowanesque Branch has been completed and opened for 
travel from. Lawrenceville, Pa., to Elkland. The branch is 12 
miles long, and runs from Lawrenceville, Pa., westward u 
the valley of the Cowanesque Creek, nearly parallel to an 

enerally but two or three miles south of the New York 

undary. 
Burlington, Collar Rapids & Minnesota. 

The Muscatine Division has been completed and opened for 
business to Riverside, Ia., five miles beyond the late terminus 
at the Iowa River, and 15 miles beyond the crossing of the 
main line at Nichols. The whole length of the division from 
Muscatine to Riverside is 32 miles. 

Pittsburgh, Cincinnati & St. Louis. 

The Pittsburgh Steamboat Association and the Pittsburgh 

Coal Exchange have pr a memorial to Congress on the 














question of the Steubenville Bridge over the Ohio River, on 
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this road, which, it is claimed, has proved to be a serious 
obstruction to navigation. The width of the channel span is 
300 f-et ; but this, it is said, has been reduced nearly to 250 
feet by riprapping put down to protect the foundation of the 
piers. Moreover, at certain stages of the river the piers are 
said to be at an oblique angle to the current, which practically 
reduces still further the width of the opening between the 
iers. The memorialists therefor pray for legislation to reme- 
y the grievance. 


Texas & Pacific. 


The work of track-laying on the Jefferson Division has been 
resumed, and the rails are now going down from the present 
terminus at Moore’s Landing northeastward. The work will 
be continued until Texarkana is reached, where the connection 
with the Cairo & Fulton is to be made. 


Memphis, Carthage & Northwestern. 

Proceedings have been commenced to enjoin the issue of 
$80,000 in bonds voted in aid of this road by the township of 
Oswego, Kansas. Itis alleged that the bonds were fraudu- 
lently obtained. : 


Louisville, New Albasy & St. Louis. 

A meeting of the stockholders was held in New Albany, In °., 
November 25, to take measures to prevent the bankruptcy of 
the company. It was stated that the liabilities of the com- 
pany were only $184,516. The estimated amount required to 
complete the road is $2,591,321, and the company has bonds 
and uncollected subscriptions amounting to about $4,000,000. 
After discussing the situation, the stockholders appointed a 
committee to visit the creditors and obtain an extension of 
time. The creditors are chiefly banks. 


Pacific, of Missouri. 

In the United States Circuit Court at Jefferson City, Mo., the 
injunction to restrain the Governor of Missouri from selli 
this road to —Ss State lien was recently made paler ss 
A petition for a rehearing was denied, but a petition for an 


appeal to the Supreme Court was allowed, and a bill of excep- 
tions filed. 


Des Moines Valley. 


The difficulty concerning the sale of the upper portion of 
the road from Des Moines to Fort Dodge was finally com- 
poet by transferring the bid made by the Keokuk & 

orthwestern Company to the trustees for the second-mort- 
gage bondholders. This transfer was made by an order of the 

urt, and all opposition to the confirmation of the sale was 


withdrawn. It is stated that the Keokuk & Northwestern | 


Company was intended to work entirely in the interest of the 
bondholders, but misapprehensions having arisen it was 
deemed best for that company to withdraw. 

Negotiations are now pending between the representatives 
of the first-mortgage bondholders, who hold the road from 
Keokuk to Des Moines, and the second-mortgage bondholders, 
who have the rest of the roa 
ne. which shall embrace both classes of bondholders, thus 

eeping the whole road under one management. 


St. Paul & Sioux City, * 


In the case of this compan: Segfost the Winona & St. Peter, 
involving the title to some 33, acres of land at the crossing 
of the two roads near Kasoto, Minn., the Secretary of the In- 
terior has decided in favor of the St. Paul & Sioux City, that 
company having first located and constructed its road through 
the lands in question. 


Jackson, Lansing & Saginaw. 
A large new depot building of brick has been nearly com- 


pleted at Saginaw _~ Mich. Preparation has been made for 
winter by building substantial snow fences at all the cuts on 


the Northern Extension. The telegraph line is being ex- | 


tended to Barnes, the new northern terminus. The distance 
from this point to the Straits of Mackinaw is 42 miles, and the. 
country is hilly and rough, so that considerable work will be 
required on that section. 


Boston, Barre & Gardner. 

The extension from Gardner, Mass., to Winchendon, niné 
miles, is completed and read for travel. The whole length 
pe oan line from Worcester north by west to Winchendon is 35 

es. 


Mississippi Central. 

The track is laid to the ferr. ee | on the Kentucky shore, 
npemee Cairo, Ill. The whole length of the extension from 
the old terminus at Jackson, Tenn., is 103 miles. 
ferry landing —o Cairo is rapidly 
thing will soon be in readiness for the 
the Illinois Central road. 


Vermont & Oanada. 

This <r 
account of the lease of the road to the Vermont Central. The 
acticn is brought against J. Gregory Smith and others, to re- 
cover on a contract. Attachments have been put on the 
rp oem of the Central Vermont Company now iu the hands 
ot the several corporations composing the through line. 


Berks Oounty. 


A locomotive is on the track and work on the road is pro- 
ceeding as rapidly as the weather will permit. 
Southern Maryland. 
Grading is progressing steadily on the unfinished portion of 
the line, about miles. 
light. 
St. Louis & St. Joseph. 
The United States Circuit Court on appeal has confirmed 
the decision of the District Court declaring void the second 
mortgage of $1,000,000 on the road given to the St. Louis & 
St. Joseph Railroad Association,a company formed to complete 
the road and secure possession of it. The Association is al- 
lowed to put in a claim for money actually advanced by it, and 
to prove its claim against the company’s estate in bankruptcy 
in the same manner as any other creditor. 


Wiscasset & Moosehead Lake. 


_ Meetings are being held in aid of this projected road, which 
is to extend from Wiscasset, Me., northward. 


Bangor & Bucksport. 


The location of the depot in Bucksport is to be settled by 


the Railroad Commissioners, the company aud the town being 
unable to agree. 


Penobscot Bay & River. 


Efforts are being made to induce the towns interested to 
take stock in this company. The road is to be an extension 
of the Knox & Lincoln from Rockland, Me., up the west shore 
of the Penobscot Bay and River to Bangor, and will be about 
50 miles long. 


The Litchfield Oar Company. 


This company has made an arrangement with its creditors 
by which it will continue business as usual. Outstanding ob- 
ligations are to be settled by giving notes for 20 
the amounts, payable in four months; 25 per cent. in seven 
months; 25 per cent.in nine months, and 30 per cent. in 
twelve months. The liabilities are about $170, and the 
assets $319,000. In addition to this are other assets, not im- 
mediately available, amounting to $107,000. The company 
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holds $145,000 in notes, on which it has been obliged to grant 


extensions, this being the immediate cause of its troubles. 
Hopkinton. 

It is proposed to build a branch or extension of this road 
from Hopkinton Center, Mass., westward either through Wood- 
ville and Westboro, or Upton and Grafton Center, to a connec- 
tion with the Providence & Worcester in the southern part of 
Grafton. This branch will be about 15 miles long, and will, it 
is stated, be valuable for local business, especially if the ‘ae 
jected extension of the Hopkinton road northward is built. 


Ni & Hudson. 





The Utica (N. ¥.) Herald says that surveys have been com- 
menced near that city for a railroad which is to extend from 
the International Bridge at Buffalo to the Poughkeepsie | 
Bridge over the Hudson. 


Palisade & Pioche. 


The narrow-gauge road which is to connect Pioche, Nev., 
with the Central Pacific, will, it is stated, be built to Palisade 
Station, instead of Elko, as at first proposed. A new company 

| has been formed to build the road, and a contract is to be let 
at once, for the section from Palisade to Eureka. 


Peoria, Atlanta & Decatur. 


Two locomotives have been hired from the United States 
Rolling Stock Company and put on the road. 


Helena & Iron Mountain. 
The Southern Construction Company, which has the con- 
tract for building this road, is making preparations to begin 
| work at once, near Helena, Ark. The road is to extend from | 
| Helena northwest to a connection with the Cairo & Fulton | 
| road. 
Stony Oreek. 


The track laying on this road is completed, and the road is | 
| being finished up and will shortly be ready for the running of | 
trains. The road is 10 miles long and extends from Lansdale, 
Pa., on the North Pennsylvania road, southwest to Norristown. 
It will be run in connection with the North Pennsylvania’s 

| Doylestown Branch. 


| Philadelphia & Newtown. 


The grading on this line is peogrenting. Some six miles of 
iron has been purchased and will shortly be put down. The 

| road is to extend from Philadelphia northeast 21 miles to New- 
town, in Bucks County. 


| Rockville & Broad Brook. 


It is proposed to build a road from Rockville, Conn., north- 
west to Broad Brook, a distance of about eight miles. At 
Broad Brook the road would connect with the pope Con- 
necticut Central. The town of Vernon is asked to subscribe 
$65,000, and Ellington $35,000 to the stock. 


| Harlem Extension. 


The offices have been removed from New Lebanon, N. Y., to 
| Rutland, Vt. 


| Baltimore & Ohio. 


| The grading of the branch line from Bladensburg to Mar- 

bury’s Point, i: gp nee Alexandria, is bing 4 nearly completed, 

and the work of tracklaying will soon be commenced. A 

¢restle-work pier will be built at Marbury’s Point, from which | 
cars will be transferred to the ferry-boats used to make the 

| connection with the Washington City, Virginia Midland & 

Great Southern road on the Alexandria side of the river. The 

company has purchased from the Philadelphia, Wilmington & 

Baltimore the ferry-boats formerly uséd to make the transfer 

across the Susquehanna at Havre de Grace. 


| Delaware & Hudson Canal. 

This canal was closed by ice November 20, some ten days 
earlier than the usual time. About 20,000 tons of coal is in 
boats ice-bound between Honesdale & Kingston. During the 
season 10,692 boats have passed through the canal, carrying 
1,300,724 tons of coal—a decrease of over 100,000 tons from | 
1872. It is usual during the winter to continue the transpor- | 
tation of coal to the docks at Honesdale, Pa., where boats are 
loaded, storing it up ready for shipment in the spring. This 
| year, however, all operations are to be suspended during the | 
winter. 


| St. Joseph & Denver City. 
The President of this company has _ a long and 

| detailed statement of the history and present condition of | 
thisroad. From this statement it — that the capital 
stock of the company is $4,000,000. this, 14 shares were 
| subscribed for and paid up on the first organization of the 
| company, 10,565 shares were issued to counties and municipal 

| corporations in exchange for aid granted to the road, 12, 

shares were issued to contractors, and the remaining 17,421 | 

shares as bonus with the bonds and to Tanner & Co. and 
associates, under various contracts. The first mortgage bonds 
on the Eastern Division were $1,500,000, and produced in cash | 
$1,308,868.67, and on the Western Division $5,500,000, of which 

| $5,255,000 were sold, producing $3,356,625. The actual pro- | 

| ceeds of the county bonds and other aid received was 
$763,477.10, and of cash subscriptions $1,400, making the total 

| cash receipts $5,449,620.77. There are also outstanding lia- | 
bilities amounting to $781,034.54, making the whole amount 

—— $6,230,655.31. Of the Western Division bonds the 

$245,000 still owned by the company are pledged as security 

for loans. A second mortgage of $1,500,000 on the Eastern 

Division was authorized but never issued. 

; The amount expended on the road was distributed as fol- 

| lows: 

Expended upon the Eastern Division ($21,773 per mile).. $2,471,231.85 
Expended upon the Western Division ($23,731 per mile).. 2,693,512.02 
Paid coupons on bonds 463 782.64 
Cost of equipment 357,947.57 
Balance of income account 169,303.38 
Expenses of land department 33,543.83 
Sundry items and accounts receivable 41,333.97 


The liabilities of the company are as follows : 
Funded debt 
Adjusted floating debt 
Other claims.......... . 
Over-due coupons, February and August, 1873 


WOR cs socnvcvevoescviics deae + + scnssecesas oe . $8,463,609.28 

To meet these liabilities the company has its land grant, 
amounting to 437,834 acres, estimated to be worth about $4 per. 
acre; the railroad, 227 miles in length; and the equipment, 
which consists of 17 locomotives, 6 passenger’ coaches, 4 bag- 
gage and mail cars, 7 way cars, 61 box freight cars, 100 flat 
freight cars, with tools and machinery estimated September 
30, at a valuation of $258,575. 

The earnings for the year ending October 1, 1873, were 
$259,642.08 and the expenses $294,785.02, leav'ng a deficiency of 
$35,142.94. Since the completion of the bridge over the Mis, 
souri at St. Joseph, the road has been operated at a small 


$6,754,500.00 
781,034.54 
387,714.74 
540,360.00 


| profit, and the earnings of the present year will, it it esti- | 
mated, be from $360,000 to $400,000, and the expenses $325,000, | 


The conclusion drawn by the Rresident is that the company 
will not be able to pay the floating debt and past-due coupons, 
| or meet those maturing, for a long time to come. He consid- 
ers totally impracticable the proposition made by the late 
directors to put a new ne on the road for the purpose of 


funding existing liabilities an fC “3 nd the 
Ly 


| Vt., north to Bellows Falls, and is the connectin 


road and purchase additional equipment. 

In conclusion, he recommends three measures: a temporary 
lease to the Hannibal & St. Joseph Company (which has been 
made); the organization of a land department, in order to 
complete the title to the land grant, by obtaining patents from 
the Goverment for all land not covered by patents alread: 
issued, and to have the land examined, appraised, mapped an 
offered for sale, all of which would require only a moderate 
oatlay; and lastly an immediate foreclosure of the Tr es 
and a reorganization on equitable terms, in favor of all the 
existing creditors. 


Vermont Valley. 


_ The suit now wets before the Vermont Chancery Court 
is instituted by the present board of directors to obtain pos- 
session ot the books and property of the company from the old 


| board, which refuses to surrender them. The plaintiffs claim 


that the original lease to the Rutland Comrany, and subse- 
quently the sub-lease to the Vermont Central trustees, has 
expired, and that the renewal of the lease was illegal and, be- 
sides, contrary to an injunction issued in 1872. The old board 
asserts that the new board was not legally elected, and conse- 


| quently has no authority to represent the company. 


The Vermont Valley road is 24 miles long, from Brattleboro, 


link between 
the Vermont Central lines and the roads leading down the 
Connecticut Valley to Springfield and New York. 


Montrose. 


It is stated that work has been resumed on this narrow- 
gauge line, and that it will shortly be completed. It extends 

om Tunkhannock, Pa., north to Montrose, and the 
greater part of it was completed last year. Work has been 
suspended for nearly a year. 


| Lake Superior & Mississippi. 


The Northern Pacific Company proposes to give up the 
leases of this road and of the Minneapolis & Duluth and the 


| Minneapolis & St. Louis roads, January 1, 1874, The reason 
| given is the inability of the Northern Pacific to make the re- 


quired payments under the lease. The lessee had agreed to 
pay the interes: on the bonds and the percentage on the 


| gross —- paid to the State of Minnesota in lieu of 


taxes. The Lake Superior & Mississippi road, which is 156 
miles long, from St. Paul to Duluth, with the St. Paul & 
Stillwater branch from White Bear to Stillwater, 18 miles, 


will be transferred to the stockholders, who will resume pos- 


| session January 1. The Minneapolis & Duluth road, from 


White Bear to Minneapolis, 14 miles, and the Minneapolis & 
St. Louis road, from Minneapolis to the junction with the 
St. Paul & Sioux City road, 28 miles, will pass into the hands 
of the stockholders of those companies, who built the roads. 
Both these lines were leased by the Lake Superior & Missis- 


| sippi Company and by it subleased to the Northern Pacific. 


Northern Pacific. 


It is stated that the stock a d franchises of the Lake Super- 
ior and Puget Sound Land Company, which owned all the town 
sites on the line of the Northern Pacific, have been sold to the 
Northern Pacific Railroad Company. The Northern Pacific 
Company is to pay the Land Company stockholders the first 
cost of their stock with interest at 9 per cent., to 
October 1, 1873, and a bonus of fifty per cent., the payments 
to be made in Northern Pacific 6 per cent. bonds at 90. ‘The 
bonds are to be held by a trustee for two years for the benefit 
of the stockholders, interest thereon to be paid regularly, and 
to be redeemable by the Northern Pacific Railroad Company 
at ninety days, if the company choose, within said two years, 
to so redeem them. 


New York & Oswego Midland. 

The Court has authorized the Receiver to sell the lease of 
the piers now used as a freight depot in New York. 

The reports of trouble with the New Jersey Midland are re- 
newed, and it is stated that east-bound freight is being trans- 
ferred to Erie cars at Middletown, instead of going over the 
New Jersey Midland. 


Erie. 
A suit bas been commenced by the company against Mr. O. 


H. P. Archer, at one time its Vice-President. For several 
years Mr. Archer had a contract for handling all the compa- 


| ny’s freight at Jersey City, and itis claimed that under this 
| contract a balance of $152,000 is due the company. 


Peachbottom. 

The rails are laid from Oxford, Pa., west to the Octoraro 
Creek, about four miles. The first engine has been put on 
the track. If the weather is favorable, it is expected the track 
will be laid to Conowingo by the end of the year. 


Grand Rapids & Indiana. 


General George W. Cass, President of the Continental Im- 
provement Company, has refused to ratify the agreement 
made by that company last spring with the city of Kendail- 
ville, Ind., as a compromise in the then existing controversy, 
and the dispute has broken out again. The agreement was 
that the city was to give the company in aid of the construc- 
tion of the Grand Rapids & Indiana Railroad $25,000 in city 
bonds, payable in annual installments of $2,500 each, com- 
mencing on the 15th of October, 1874, without interest until 
the first payment, after that time 6 per cent. interest, the 
$50,000 city bonds now held by the company to be given up 
and canceled, and suit for their recovery stopped. 


Oairo & Fulton. 

The Government commissione:s have completed their in- 
spection of the finished portion of the road, and will, it is ex- 
pected, nfake a favorable report. 

The bridge over the Arkansas is completed, with the excep- 
tion of the draw span. The company has put up a _ freight 
house and elevator at Newport Landing on White River to 
connect with the boats running on that river. 


Dividends. 
The Boston & Maine Railroad Company will pay a semi- 
annual dividend of 4 per cent., December 15. 
The Northern Railroad Company of New Hampshire has 
declared a semi-annual dividend of 4 per cent. 


Waterville & - Augusta. 

The Legislature of Maine at its next session is to be asked 
to charter a company to build a railroad from Augusta, Me., 
northward to West Waterville, there to connect with the 
Somerset Railroad. The road would be about 20 miles long 
and nearly parallel to the Maine Central the whole distance. 


European & North American. 
This company has made a contract with the Eastern Ex- 
ress Company to do the express business over its lines for 
ive years. The terms are not made public. 


Illinois River Improvement. 

The Illinois Canal Commissioners advertise for proposal# 
for the construction of a lock and dam and guard banks for 
the improvement of the Illinois River 28 miles below Peoria 
and one mile below the mouth of Copperas Creek. The lock 
will be 350 feet long between the gates and 75 feet wide, and - 
the dam 600 feet long and 10 to 12 feet high, The work is to 
be completed by the end of 1875. Contractors must engage to 
begin work by next April. The office of the Commissioners, 
to whom the proposals must be submitted by 1 p. m, of Decem- 
ber 9, is at Lockport, Ill. 
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